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Inspection Hand Car. 





We illustrate herewith a very neat and comfortable hand 
car built by H. 8, Myers & Co., of York, Pa., who make a spe- 
cialty of the construction of hand cars. Itis intended for the 
use of the officers of a South American railroad in inspecting 
the track. ‘The wheels are made of wrought iron, the drivers 4 
feet and the leading wheels 2 feet in diameter. The frame is 
mounted on coiled wire springs inclosed in cast-iron cases. The 
construction of the car is so apparent from the engraving that 
no further description will be necessary. 





The Gpening of Hoosac Tunnel, and the Joining 
of the Two Drifts. 








The Boston Advertiser of December 18 says : 

When the first opening from the central shaft to the east end 
of the Hoosac Tunnel was opened on Thursday last it was 
known before any measurements had been made that the error, 
if any, in the direction was very small. The hole was enlarged, 
and the lines carried through from the shaft to the end on 
Sunday last, and the total error was found to be but five-six- 
teenths of an inch laterally, and one and a quarter inch in level, 
the depth being measured from the top of the mountain! Only 
those who appreciate the enormous difficulty of carrying a line 
into a tunnel where no compass is worth its weight in old iron 
as a guide, but especially the exceeding delicacy of the process 
of re! | down one thousand feet 
perpendicularly similar points, can 
understand how great a triumph 
this marvelous accuracy was. e 
venture to say that no great work 
of the kind was ever done by keener 
eyes or steadier hands, or was more 
patiently, carefully and frequently 
verified ; and the result reflects the 
highest credit upon all concerned. 
The following communication from 
the Consulting Engineer of the State 
will be interesting in this connec- 


tion : - 
“« To the Editors of the Boston Daiiy 

Advertiser : : 

“Your correspondent in describ- 
iug the joining of the headings at 
the Hoosac Tunnel said the discrep- 
ancy in the working lines ‘ could not 
ibe ‘much over a foot, and might be 
very much less.’ Having taken the 
jirst possible opportunity after the 
clearing away of the smoke, I visited 
the tunnel, and, with Mr. Frost and 
his assistant engineers, spent a day 
in connecting the lines, with the 
view of making such modification as 
necessity might require. I was the 
first man to measure the discrep- 
ancy after the points had been fixed 
from east to west at the place of 
meeting, and found it to be just five- 
sixteenths of an inch of lateral error. 

“The vertical error amounts to 
‘one-tenth of a foot, or one and a 
quarter inch, nearly, ascertained by 
comparing wie inside levels with the 
levels which were run over the moun- 
tain in 1870 by Mr. Frost. The suc- 
cess of this as an application of 
the exact sciences depends more 
upon the persistent industry of the 
engineering corps thau — any 
new methods employed. The pro- 
jection of a definite direction from ~ 
the bottom of a shaft, where mag- 
netic direction is useless, is no new 
problem, but I do not remember 
of another instance where a horizontal line has . been 
so extended for a distance of over fifteen hundred feet 
(over a fourth of a mile) from the bottom of a smok 
pit over a thousand feet in depth, and only twenty-three 
feet in diameter. Nor another instance where a tunnel has 
been cut with such exactness for two and a quarter miles from 
its portal without a communication with the surface. The pro- 
cesses are old in their essential parts, but the detail has been 
worked out by endless patience on the part of the whole engi- 
meering corps. Amid falling rocks and suffocating smoke, sur- 
rounded by the most depressing circumstances of danger,dark- 
mess, filth and monotony, those men have plodded on for day after 
‘day and month after month for the past years, with none of the 
exhilaration which attends the ordinary field work in the open 
air. It may be a satisfaction to all who have had a hand in it 
to meet with such success. 

“T wish it-to be known that American engineering is not 
behind the rest of the world in precision, where such a result 
can be attained by skill and patient industry, and-think the re- 
sult will be appreciated by alllovers of exactness. 

**Epwarp 8. PHILBRICK, 
Consulting Engineer State of Massachusetts. 
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Railroad Manufactures. 





The Locomotive Works of Dawson & Bailey, at Connells- 
ville, Pa., now employ 120 men, and turn out two or three en- 
gines a month, but the enlargement of the —— now in 
progress will enable the firm to employ 200 men and turn out 
six engines monthly. ‘They have recently completed a loco- 
motive of 24 inches gauge, weighing only four tons, for the 
Connellsville Gas, Coal & Coke Company. Several engines of 
three-feet gauge, weighing from 17 ,to 20 tons, are being con- 
structed. 

Messrs. Coleman, Carnegie Brotbers, and other Pittsburgh 
men are about to establish in Pittsburgh new Bessemer works, 
which are to be named the “‘ Edgar Thomson Steel Works,” in 
honor of Mr. John Edgar Thomson, the President of the Penn- 
sylvania Railroad company. ; 





—This time it is abull calf, who in his gambollings got in 
the way of a lotomotive at Greenwich, Conn., and found him- 
self caught.on the cow-catcher and taken on a pretty ride be- 


fore the engineman discovered him, caught by is (bu! 
calves have horns—when they are old enough), and on being 
eleased he skipped away friskily, and doubtless gratefully. 


Gontributions. 





The Goat Island Business. 





To THE Eprror oF THE RAILROAD GAZETTE : 

In view of the probable approaching action of Congress upon 
the Goat Island Bill (it passed the House last winter, but not 
the Senate), it may be pertinent and of interest to the readers 
of the Rartnoap GazerTe to give a brief statement of facts 
concerning this island, and the dissensions to which it has 
given occasion. 

What is Goat Island? It is one of those peculiar hunches 
or bold, naked protuberances characteristic of San Francisco 
Bay, repulsive in its bleakness, situated about two miles east 
of San Francisco, nearly in a straight line with Oakland, its 
principal suburb. It is nearly a mile in length, about a 
half mile in breadth, and its highest point is 340 feet 
above low water. The soil is a yellowish-red, composite 
matter, and the rock formation underneath is the same 
as that singular geological medley which underlies the San 
Francisco peninsula—slate, cretaceous shales, passing into 
jaspery rock, argillaceous sandstones, passing into serpentine, 
ote. 

Its original name was Yerba Buena (Spanish for ‘ good 
herb ”), given to it on account of the abundance of this plant 
growing on it. It is a vine something like the wild strawberry, 
with a strong perfume, between peppermint and camphor. In 
the early days of.California, ships arriving from southern ports 
generally had a remnant of goats, which they had taken aboard 
for food ; and these animals were set loose on this Island to 








browse on the chaparral, where they increased so rapidly that 
they gave its present name to the island, 











INSPECTION HAND-CAR, BY H. S. MYERS & CO., YORK, PA. 


| Itis this small, barren piece of land, occupying to San Fran- 
cisco something the relation that Governor’s Island does to 


Y | New York, which the Central Pacific Railroad Company de- 


| sires as a terminus for its vast system of roads, and which has 
| occasioned such a prodigious commotion in California, and es- 
pecially in its metropolis. 

Does the Central Pacific need Goat Island? Let us take a 
simple inventory of that company’s terminal possessions and 
privileges encircling San Francisco Bay and City. 

First—By the purchase of the California Pacific Railroad, 
they hold the port of Vallejo, the only possible rival of San 
Francisco on the northern half of the bay; while the acquisi- 
tion of the San Francisco & North Pacific Railroad gives them 
the port of Petaluma, afffl with that, all that is worth anything 
west and north of Sacramento River. 

Second—By the arrangement made with Oakland, they own 
500 acres in that city, and 40 per cent. of 5,000 acres of water 
front, which gives them perfect control of that city’s com- 
merce and enables them to exclude any competing railroad 
from it. 

Third—By the purchase of the Alameda Railroad they con- 
trol Alameda Point, one of the very few places on the east side 
of the bay where vessels can approach. 

Fourth—By their sixty-acre grant in Mission Bay they have 
about all that San Francisco has to offer for depot grounds in 
any available locality, so that a competing road would be ex- 
cluded here too. 

Fifth—By the purchase of the “Terminal Railroad” tide- 
lands north of Goat Island, they can prevent any competitor 
from occupying those shoals as a terminus. 

Sixth—By the railroad contemplated and partly completed 
(but suspended at present) from Banta’s, via Antioch, Martinez 
and San Pablo to Oakland—the only level approach to the east 
side of the bay for transcontinental trains—they obtain control of 
some twelve miles of water front, » here wharves might be con- 
structed, between Martinez and Point San Pablo. 

Seventh—They own what amounts to an exclusive right of 








way through Livermore Pass—the only other approach of any 
kind to the east side of the bay for transcontinental trains. 

Eighth—They own what may be termed the southern gate of 
California, Tehatchaypah Pass. 

From this we perceive that the only points where a com- 
peting railroad could approach and come alongside of sea-go- 
going vessels, anywhere in the vicinity of San Francisco, are 
Goat Island and the ends of the two peninsulas, which are oc- 
cupied by the metropolis and Saucelito respectively. As for 
Saucelito, itis not worth a moment’s consideration, unless it 
should be as a terminus for a narrow-gauge road running up 
the coast. There is printed in the office of the rich and pow- 
erful Alia California a little sheet called the Saucelito Herald, 
which relieves its small self occasionally of a profound argu- 
ment in favor of that miserable promontory as a terminus for 
a transcontinental railroad ; but all this is explained by the fact 
that the Al/a propriv‘ors own real estate over there. As for the 
other peninsula, that-on which the metropolis is built, there is 
only one route in the possession of the Central Pacific by which 
another railroad could enter San Francisco. The San José & 
San Francisco Railroad, by a blunder in engineering, ap- 
proaches the city for the upper ten or twelve miles of its course 
right alongside what might be called the backbone of the 
peninsula. This necessitates tunneling, heavy-grades and a 
tardiness in reaching the peninsular suburbs of San Francisco 
at which the citizens grumble loudly, and not without reason. 
Bui defective as the route is, it isheld by the Central Pacific. 
The only other one is that along the bay, passing around Point 
Avisadero, Hunter’s Point, etc., a far better line of approach 
than the one now used. 


If the negotiations still pending between the city and the 
Central Pacific are consummated, this route also will pass into 
the possession of the latter, so that 
the Texas Pacific or other roads 
from the South would have either 
to purchase right of way from a 
rival, or come in right along the 
beach (almost absolutely impracti- 
cable), or remain out of the city, 
Lastly, if the Central Pacific Com- 
pany obtain possession of Goat Is- 
land, it is difficult to see where any 
rival road could enter San Frarkis- 
co, or come within sight of it, or 
even get well alongside a sea-going 
vessel anywhere on San Francisco 


Bay. 

There are certainly enough places 
above enumerated where the Cen- 
tral Pacific cars can come down to 
the ships. But it is necessary to 
admit that not one of them—un- 
less it is the utterly worthless bald 
cliffs of Saucelito—presents such a 
happy combination of firm, bold 
shore and deep-water surroundings 
as does Goat Island. Vallejo affords 
abundant anchorage for the heaviest 
draught vessels, and only its dis- 
tance up the bay prevents it from 
becoming a formidable rival to San 
Francisco. But every other point 
above indicated has shoal water, 
mud-flats, across which the railroad 
would be obliged, as now at Oak- 
land, to go out a mile or two on pil- 
ing to meet the ships. 

Goat Island also offers natural 
accommodations for wharfage great- 
ly superior to those of San Francis- 
co, in their present condition. It is a deplorable fact that 
“engineering” has nearly ruined all the northern water 
front of the city, at least all that between Tele- 
graph Hill and Rincon Point, which alone was available, 
Where once was a crescent shore and the sea went 
deep to land, millions of tons of earth and stone have been hove 
in, forming three or four blocks of “ made land” for half a mile 
or so along the point; but this earth has slipped out on the 
bottom of the bay, creating’ a miserable muck-hole, wherein 
nothing but coasters can come to anchor ; and when the tide is 
out, even these churn and sousé in the muck in a way that is 
deplorable to behold. The great China, Australia and Oregon 
steamers are all obliged to land on the eastern water front, 
south of Point Rincon, and half a mile from the Custom House. 
Abreast of Rincon Hill, or Point Rincon, there is excellent an- 
chorage for a quarter of a mile perhaps; but south of that 
again, all the way down past Long Bridge, Mission Bay, China 
Basin, etc., there is mostly tide-lands and mud-flats, which will 
require an immense amount of dredging, or piling, or both, to 
render them available for the use of commerce. 

The conclusion we arrive at then is, that, so far as the mere 
matter of natural wharfage and deep-water accommodations is 
concerned, the Central Pacific does need Goat Island. 


Would it be otherwise good policy for them to make a terminus 
on that island? It is nowhere above asserted that ample ter- 
minal accommodations cannot be madein Mission Bay. That 
should be borne in mind. Let us then suppose—which is ap- 
proximately true—that a bridge can be thrown entirely across 
the bay at Ravenswood, thirty miles below San Francisco, at 
the same cost for which one could be constructed from Oakland 
out to Goat Island. Would not the fact of having the depot 
within the city be worth more than all the additional cost of 
preparing for it, filling in, piling, dredging, etc.? What is 
San Francisco? Is it merely a point where car and steamer 
touch, like the positive and negative poles of a battery? Or 
is it something more? If the only object were to pass along 
Chinese tea and Manilla sugar on its way to New York, it would 
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be just as well, nay, better, for the ships to land at Goat Island, 
or in Oakland, if that were practicable, and send it on its way 
atonce. But San Francisco is not a mere bung-hole between 
the outer and the inner world. It is the distributing point for 
nearly four million tons of merchandise annually, And the 
Central Pacific Railroad, with all its vast power, cannot make 
itother. Itis utterly preposterous for the alarmed San Fran- 
ciscans, who are as passionate and as volatile as the old Athe- 
nians, to talk of a ‘‘rival city” to be built by the Central Pacific 
on the 120 acres of Goat Island. The “laws of trade,” 
on which the San Francisco merchants relied so 
much, did not prevent Chicago from carrying oft an 
alarming amount of the mid-continental trade; but those laws 
make it forever impossible for the chief city of San Francisco 
Bay to be anywhere else but where it stands to-day. And the 
Central Pacific managers are far too wise nat to know this. 
Here are the $300,000,000 of vested property ; the 170,000 in- 
habitants; the magnificent lines of steamers plying to China, 
Japan, Australia, the South Sea Islands, Mexico, and the upper 
coast; the $40,000,900 of the workingmen’s hard gold in the 
savings banks; the mining companies, insurance companies, 
* and the brokers ; the 400 coasting vessels. What have all these 
to fear from the 120-acre island, the habitation of a few United 
State soldiers, even should it become the terminus of the great- 
est of Western railroads? If there flowed between Oakland 
and San Francisco a broad and deep river like the Hudson, it 
might be well for the company to content themselves with the 
further bank of it; but engineers estimate that the bay can be 
bridged at Ravenswood for about $1,500,000, without detri- 
ment to the action of the tides. 

Do Ue Company really wish Goat Island Jor a terminus? If 
they do, why did they offer to abandon all attempts to procure 
it, and to construct a bridge at Ravenswood, if the city of San 
Francisco would vote a subsidy of $2,500,000? It was given 
out in Congress last wiuter that the Livermore Pass route was 
presently to be abandoned, because of the heavy running ex- 
penses caused by its grades, and that a level route was to be 
constructed around Monte Diablo, from Banta’s, via Martinez, 
to Oakland. If this were done, and a bridge thrown across at 
Ravenswood, all overland trains would enter San Francisco on 
a great letter 8, Monte Diablo being in one bend and the south- 
ern arm of the bay in the other. Hence it was useless to talk 
of going down to Ravenswood to cross, and there was no alter- 
native but Goat Island. Accordingly men were set to work on 
the level route, from Banta’s, round Monte Diablo, and all ap- 
pearances indicated a vigorous pushing of the work to comple- 
Then arose the memorable railroad commotion in San Fran- 
cisco. Tho city was thoroughly alarmed. The Committee of 
One Hundred was appointed. All its doings were telegraphed 
in exenso to Sacramento, to President Stanford. After long 
and acrimonious discussion, the Committee burst asunder. A 
large part were in favor of compromise with the Central Pacific 
and the $2,500,000 subsidy. Conferences were held with the 
officers of that company. The subsidy proposition only gained 
friends and strength. Suddenly all the working force was 
withdrawn from the level route above mentioned. President 
Stanford admitted to members of the Committee that Liver- 
more Pass was tenable. If so, why not cross at Ravenswood 
and come up on the west side of the bay as well as on the east 
side? Then you will be in San Francisco when you leave the 
oars, and not ina ferry boat. In short, the simple admission 
of President Stanford that Livermore Pass is tenable, and the 
known fact that the bay is easily bridgable at Ravenswood, 
clear the railroad heavens wonderfully, and the black and 
gusty cloud of Goat Island and the “‘rival city” is all blown 
away. It turns out after all that it was only a convenient bete 
noir, available for the purpose of inducing the metropolis to 
assist in bridging the bay. 

Of course, in a city so filled with seltishoess and individual 
sparring as San Francisco is, there are not lacking nien who 
resist the subsidy and the Ravenswood bridge project bitterly, 
pugnis et caleibus, crying out that it is a scheme of a few 
property owners to improve the value of their estates. If one 
man in San Francisco gots a crumb that another one does'nt, it 
hurts his feelings. He makes faces at him. Doubtless some 
of those princely villas in San Mateo County will be “ enhanced 
in value” if this Ravenswood bridge is built; but it is difficult 
to see how a railroad could enter the city on any line without 
enhancing the value of some few m2n’s property more than 
others. ; 

How would San Francisco's interest be affected? Misrepre- 
sentative Sargent, in his speech of April 24, 1872, said “It was 
urged that the railroad company could use the island for 
wharfage and wharfage purposes, and thus impose taxes on 
commerce or build up @ new city. That isexpressly prohibited 
in this amended bill, and guards inserted making it impossi- 
ble.” It is necessary to deny this statement, for the 
phrasing of the bill bearing hereon is as follows: 
“The said Central Pacific Railroad Company shall 
make no charges for wharfage for freight or passengers which 
have passed or are to pass over their line of road or any part 
thereof.” If the China steamer, for instance, should land at 
Goat Island, send one-fifth of her cargo east, and transfer four- 
fifths of it to San Francisco, the terms for wharfage, storage, 
warehousing and ferriage could be dictated by the railroad com- 
pany without appeal. But then such a case would not be likely 
to occur, for when the steamer had discharged at the island the 
portion of her cargo destined overland, nothing would be more 
simple or natural than that she should be towed across to San 
Francisco to discharge the remainder. It would certainly be 
very absurd to steam sight past San Francisco with freight 
which would require to be brought back again two miles. 

And how the interesis of commerce? It is one of the railroad’s 
most potent arguments that they need Goat Island in order to 
enable them to free the State and the country at large from 
the exactions of San Francisco middlemen, commission mer- 
chants and wharfingers. No man who understands the 





case will cry “hold” when they are denouncing these 
exactions, for they are positively infamous. It is one 
of the standing enigmas of htman nature that a city 
otherwise so nobly cosmopolitan and liberal should 
persistently adhere to a policy so suicidal. But has the railroad 
company given any particular reasons to induce the belief that, 
if the control of these matters passed into their hands, there 
would be any amelioration? Is their present treatment of the 
California farmers so liberal as to make the latter yearn to see 
the San Francisco wharves become an appanage of the Central 
Pacific, or replaced by Goat Island wharves? Could the Cen- 
tral Pacific, with allits great power, prevent Isaac Friediander 
from chartering, as he did this year, every grain-ship that en- 
tered the port, and fleecing the farmers thereby, until he has 
become the best-execrated man in California? Fiercely as the 
rurals denounce the metropolis, how stands the matter when 
they are to cast their votes as between the Central Pacific and 
San Francisco? Is it ofno significance that, in the recent elec- 
tion, the two Representatives who opposed the Goat Island 
Bill ran 300 votes ahead of their respective tickets, while the 
two who favored it ran 5,000 behind? It will not do to say 
that this is all politica, and should not be dragged into a com- 
mercial debate. The people know where they can buy and sell 
to best advantage, and they vote accordingly. When I state 
that the sentiment of California, outside of the metropolis, is 
overwhelmingly opposed to the Goat Island Biil, I state that 
which I know well. STEPHEN PoweEnrs. 








The Chapter System and the American Society of 
Civil Engineers. 





To tHe Epitor or THE RamRoaD GAzErTe: 

Your article upon the chapter system, as advocated for the 
American Society of Civil Engineers, is deservedly attracting 
considerable attention, and as a full discussion of the subject 
is likely to inure.to the benefit of that organization, permit me 
to offer some suggestions in that direction. 

Your correspondent, “C. P.,” as a representative of a large 
class of members, has seen the necessity of imparting to the 
society a national instead of a metropolitan character, and in 
furtherance of this view he favors the chapter system. Let us 
see whether this most desirable object cannot be obtained by a 
development of the means we have at hand, rather than fly to 
that we know not of. 

It has been demonstrated by the practice of similar societies 
in older countries, that a very efficient means of keeping up an 
intimate connection between members consists in the reading 
of professional papers and the discussion of the same, either by 
written communications from nen-resident members or vrally 
at regular meetings. Such papers, with the discussions, are 
printed and form a permanent revord of the proceedings of the 
Society, and to a certain extent of the advancement of the pro- 
fession within the range of the organization. Has this method 
been extensively tried by the American Society? There are 
many of us who think not. 

It is true that papers upon a variety of interesting subjects 
are submitted from time to time, and the few resident members 
whose duties do ngt interfere with their attendance npon the 
regular neetings hear them read; and in some cases indulge 
in a crude discussion. In due course of time these papers are 
examined by a committee, who decide upon those which shall 
be printed for circulation among the members, the others re- 
maining on file either in the pigeon-holes of some member of 
the committee or in some obscure recess among the archives 
of the Society. Printed papers rarely reach members within 
six months after they are read, and as no opportunity for dis- 
cussion is given to those who do not attend meetings, they are 
laid aside as old matter, without having drawn out a 
well-digested expression of opinion from others than the 
writer himself, In the examination of papers for printing, 
there is also a manifest defect in the present system. The 
Printing Committee, having this matter in charge, is composed 
of two resident members and the Secretary, and it is assumed 
that these three gentlemen are qualified to pass upor the 
merits of papers embracing every variety of subjects which 
may be under consideration. Is not this asking too much of 
any three members of the profession, however varied their ex- 
perience may have been; and would it not be considered an 
excusable weakness on their part to devote the most of their 
time to such examinations as might be more nearly in accord 
with their own line of experience, leaving other questions 
to & more convenient season? That such has been 
the case many of us are constrained to believe; and 
the persistence in such a course will most assuredly deter 
members from devoting time to the production of papers which 
may or may not receive that consideratiéh which they deserve 
and, as @ consequence, this most important element in main- 
taining a sympathetic communication between members will be 
reduced toa minimum in effectiveness. The cry is even now 
for papers to publish, and not for means to defray the expense 
of publication. Surely the engineers of America have enough 
to write about: it is for the organization to devise a means of 
making it important to them that they should write. 

How can this be accomplished? We havea Secretary, who is 
not only willing and anxious, but eminently qualified to under- 
take the supervision of all communications, so far as their lit- 
erary merits are concerned. His whole time is at the service of 
the Society, and he is, from the very nature of his position, 
specially interested in developing any system which will bring 
the greatest good to the greatest number. Let us therefore 
place this question more particularly in his hands. Upon the 
receipt of a paper, let it be examined at-once by the Secretary, 
and upon his determination of its general character 
let an advisory committee be appointed with special 


reference to qualification upon the subject treated | 


of, who shall determine the course to be pursued 
in each particular case. If the paper is printed—and very 
few papers should be passed over without printing in gome 





form—proof copies, or abstracts should be sent to each member 
with notice of discussion at an early date, and the request that 
individual opinions be forwarded to the Secretary for incor- 
poration in the final publication of the paper, which, with the 
discussion it has thus called out, would then become a docu- 
ment of value to all its recipients, and of especial interest to 
those who had participated in its production. Such a course 
would bring each member, no matter how remote from the 
rooms of the Society, into immediate contact with all proceed- 
ings except such as referred to mere government ; and in the 
varied nature of the communications received it could not fail 
to happen that every member would at some time or other be 
called upon to express his individual exporience for the benefit 
of his professional brethren, thereby aiding in the accomplish- 
ment of the object for which we are associated. 

The history of our last annual Convention should serve as a 
lesson for the future. Upon that occasion some 70 members 
were in session at Chicago for two days; a great part of the 
time was taken up in the mechanical operation of reading 
papers, leaving but little for discussion, and even 
that with no previous preparation: the consequence 
has been that after three months the members re- 
ceive a printed report of the proceedings which in nine 
cases out of ten is laid upon their shelves as matter of 
history. If, on the other hand, these papers had been pre- 
viously printed and circulated in proof, the time expended in 
reading them could have been devoted to an enlightened dis- 
cussion, which would have left its traces upon the memory of 
those who engaged in it, and been of lasting benefit to the or- 
ganization, 

In the interests, then, of the American Society of Civil En- 
gineers, as it is, these views are presented for the considera- 
tion of such of your readers as have been led to believe that an 
organic change is necessary in order to nationalize an organi- 
zation which may after all possess the elements to this end 
ready at hand to those who will assist with counsel and sup- 
port. C. M. 





The Locomotive Builders’ Association. 


The Locomotive Builders’ Association adopted the following 
December 5, 1872: 


That whereas, locomotive builders, whon making contracts 
for the sale of engines have often found their bargains compli- 
cated by the intervention and meddling of irresponsible bro- 
kers or middle men, and parties representing themselves as 
agents, many of whom are without authority in the premises, 
we therefore recommend that this body agree and resolve, that 
hereafter in making proposals and submitting specifications for 
sale of engines, the members of this Association will not send 
specifications or prices for — to any person or persons, 
except those authorized by the road or party wishing to make 
the purchase. 

Resolved, That the above is hereby approved and adopted ; 
and that the same be printed and a copy be sent to railroa 
companies and other consumers of locomotives, and that this 
Association hereby recommend railroad companies to deal 
directly with the locomotive builders. 


American Railway Master Mechanics’ Association. 














The following circulars are issued by committees of the Asso- 
ciation : 

MACHINERY AND APPLIANCES FOR SUPPLYING FUEL AND WATER TO 
LOCOMOTIVES. 

Dear Sm: At the convention of the American Railway Master 
Mechanics’ Association, held in Boston, in June last, the under- 
signed were appointed a Committee on “The Machinery and 
Appliances tor Supplying Fuel and Water to Locomotives.” 

our Committee would respectfully request answers to the 
following questions : 

1. Do you depend wholly on pumps or injectors, or other similar 
— or appliance, for either of them, for supplying water to luco- 
motives? 

2. Does it take more fuel to run an engine when injectors are de- 
pended on wholly than it does to run one when pumps are wholly 
depended upon ’ 

. From your own experience, what is the best method of supply- 
ing water to locomotives? 
Have you any machinery or appliance for supplying fuel to 
locomotives ? 

5. Do you know of any better method of supplying locomotives 
with wood than by hand, or coal with a shovel? 

6. What is your method of loading wood and coal on tenders ? 

7. What is your method of measuring wood ? 

8. How do you obtain the weight of coal supplied to tenders? 

H, L. Leacu, ] 
Superintendent Hinkley Locomotive Works, 

Wison Eppy, | Commities 
Boston & Albany Railroad, mmitee. 

i. GARFIELD, 
Hartford, Providence & Fishkill Railroad 

Please address —- to H. L. Leicz, 

Sup’t Hinkley Locomotive Works, Boston, Mass. 
BOILER INCRUSTATIONS AND MANAGEMENT OF STEAM BOILERS. 


Dear Siz: As the evil of boiler incrustations increases it be- 
comes more and more a subject of vital interest to railroad 
companies, and seems to demand a greater effort on the part of 
the Committee to the American Railway Master Mechanics’ As- 
sociation to elicit all the information possible, so as to make 
their next annual report as full and complete as the case may 
require. It will be remembered, according to the last annual 
report, that fully 65 per cent. of boiler repairs (or a total an- 
nual expense to each engine of about seven hundred dollars) is 
due to the deleterious effects of impure water and incrusta- 
tions. It shows, also, that “‘ boiler yn ee O for softening 
scale, are only temporary remedies, if, indeed, they are a cure 
at ail, and that something other than adding evil to injury will 
only prove efficient. 

We believe the only effectual remedy is to purify the water 
before it is allowed to enter the boiler ; and would therefore ask 
(for the good of the Association and railroad companies gener- 
“~— the benefit of your experience on this subject. 

lease make as full replies to the followi:g questions as your 
investigations wi: justify : 

ist. Is it, in your opinion, practicable to purify the water for lo- 
comotive bvilers at watering stations on the lin: of yourroad? If 
so, by what means? 

2d. Do you consider it practicab'e to use rain water by storing 
it up in resetvoirs; provided the averege rainfali is not tess than 
ten inches ¥ 

3d. Would not the use of filtered rain water entirely overcome the 
evil of incrustation 

4th. is distilled water, in your opinion, injurious to bollers? If 


7 


80, why 
Sth. I 


$ distilled sea water more injurious to boilers than distilled 
fresh water, and why? 
6th. What are the chemical! properties of distiiled eea water? 
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7th. Will boiling the water, as sugested in the ‘ast annual report, 
precipitate its impurities, and woud a prastical trial of this plan, 
or a similar one, at the expense of the Association, be advisable ? 

8th. Do you believe a mud drum, conveniently placed on the cyl- 
inder part of the boiler, provided with a blow-off cock, under the 
control of the engineer, would be of sufticient consequence in keep- 
ing the boiler free from mud and scale to warrant the extra ex- 
pense of such an appliance? 

9th. Have you used any * boiler compounds” which will keep 
your boilers cleaner than the same amount of care and labor woulda 
without them? If so, what kind. 

10th Do you advise wash holes in the sides of the boilers over 
the crown sheet, for the purpose of washing off the crown sheet by 
means of hose and force pump ? 

The Committee will be pleased to receive sampios of incrus- 
tations for anslysis. If you have no such samples, please send 
instead one quart of your worst water, stating on label name of 
~~ and place from which it was taken. 

80, 


[poor label samples of incrustations, stating name of 
road an 4. 


mileage of “on in which they accumulate: 
. A. Towner, 
Hannibal & St. Joseph Railroad, 
t . ELuiort, 
Ohio & Mississippi Railroad, 
A. H. De CLERCcQ, 

Toledo, Peoria & Warsaw Railway, 

Please address your reply to H. A. Towne, Chairman, 
Hannibal, Mo. 


| Committee. 








General Mailroad Mews. 


ELECTIONS AND APPOINTMENTS. 








—At the annua! meeting of the Terre Haute & Indianapolis 
Railroad Company, held at Terre Haute, Iud., Januar 
following board of directors was elected: W. R. McKeen, D. 
W. Minshali, A. McGregor, of Terré Haute ; Josephus Collett, 
of Newport, Ind.; F. C. Crawford, W. K. Edwards and Jacob 
H. Hager, of Terre Haute. Messrs. D. W. Minshall, F.C. 
Crawford and J. H. Hager are new directors, taking the places 
of Chauncey Rose, D. Deeming and F. Nippert, who retire from 
the management. The new buard subsequently re-elected the 
old officers as follows: W. R. McKeen, President; John E. 
Simpson, General Superintendent; H. W. Hibbard, General 
Freight Agent; and Jacob H. Hager, Treasurer. 

—The purchasers of the Louisville, New Albany & Chicago 
Railroad, at the recent sale, have organized a new company 
and chosen the following board of directors: George F. Thal- 
man, Moses Taylor, Frederick Schuchardt, James H. Banker, 
id. Minturn, Charles V. Severich, John Steward, James F. Joy, 
George 8. Schuyler, John Jacob Astor, Roswell G. Ralston, 
Jonathan F, Weils and Isaac Bell. This doesn’t look like a 


Lake Shore board, having representatives from several com- 
panies. 


—Mr. C. G, Eddy has been appointed General Agent of the 
Chicago & Northwestern Railroad at Council Blutfs, Ia. Mr. 
Eddy has been General Agent of the Northern Transportation 
Company at Duluth, Minn. 


—Mr. J. Seymour has been appointed Train Dispatcher at 
Centralia, on the Lilinois Central Railroad. - 

—At the annual meeting of the stockholders of the Lancas- 
ter & Reading Narrow-Gauge Railroad Company, at Lancaster, 
Penn., January 6, the following board of directors was chosen : 
R. W. Shenk, A. H. Peacock, Hon. Thomas E. Franklin, C. A. 
Bitner, John D. Skiles, W. L. Peiper, H. G. Smith, John A. 
Hiestand, Henry Buahong, Hon, E. Billingfelt, Amos Hollin- 
ger, Daniel Herr (Pequa), G. W. Hensel. 

—At the annual meeting of the stockholders of the Keokuk 
& Kansas City (formerly known as the Missouri & Mississippi) 
Railroad Company, at Macon, Mo., January 7, James W. Lewia, 
Isaac Hays, A. S. ‘'uisman, J. C, Noyes, J. W. Morse, A. C. Van- 
dewater and Johu Foggitt were chosen directors. The board 
elected James W. Lewis, President; A. C. Vandewater, Vice- 
President and General Manager; A. Blair, Secretary; H. 8. 
Glaze, Treasurer, and John Foggitt, General Superintendent. 

—At the annual meeting of the stockholders of the Toledo, 
Tiffin & Eastern Railroad Company, held at Tiffin, O., January 
6, the following board of directors was elected : ‘Thos. A. Scott, 
Philadelphia; W. Thaw, J. N. McCullough, W. P. Shinix, Pitts- 
burgh; J. A. Latcher, Wager Swayne, Toledo; L. A. Hall. J. 
T. Huss, R. W. Shawan, Tiffin. 


—At the annual meeting of the stockholders of the Rutland 
& Whitehall Railroad Company, W. W. Cook, Alanson Allen, 
Ira C. Allen, I. V. Baker and George H. Cramer were chosen 
directors for the ensuing year. Subsequently, W. W. Cook was 
chosen President ; A. Allen, Vice-President ; I. C. Allen, Treas- 
urer and Transfer Agent, and W. C. Kittredge, Clerk. The 
road is leased to the Rensselaer & Saratoga Company and sub- 
leased to the Delaware & Hudson Canal Company. 


—Mr. F. C. Butterfield has been appointed Acting Master 
Mechanic of the St. Paul & Sioux City Railroad Company, in 
place of F. G. Butterfield, resigned. 


—Mr. David L. Follet, Attorney forthe New York & Oswego 
Midland Railroad Company, has been designated to discharge 
the duties of ‘Treasurer of that company, vice Walter L. Conkey, 
deceased, until another Treasurer shall be elected. 


—Gen. Minty has been appointed Superintendent of the 
Western Division of the Ohio & Mississippi Railroad, with 
headquarters at Vincennee, Ind. Gen. Minty has been Super- 
intendent of the Louisville, New Albany & Chicago Railroad. 


—A circular, dated January 3, from W. Hasell Wilson, Chief 
Engineer of Construction of the Pennsylvania Railroad, an- 
nounces that hereafter the official a of Joseph M. 
Wilson will be “‘ Engineer of Bridges and Buildings,” instead 
of “ Principal Assistant Engineer.” 

—At the annual meeting of the stockholders of the Chicago 
& Rock River Railroad Company, held December 26, at the 
sompany’s offices in Amboy, Ill, the following were elected 
directors for the ensuing ¥ : A. Kinyon, C. G. Wicker, F. E. 
Hinckley, J. M. Walker, Robert Harris, A. T. Hall, Wirt Dexter, 
E. R. Wadsworth and J. B. Sherman. The tirst three named 
were re-elected. The remainder of the board is new, Messrs. 
Walker, Harris, Hall and Wadsworth being officers of the Cbi- 
cago, Burlington & Quincy Company. The meeting adjourned 
to convene at Chicago, January 10, at which time and p! the 
new board of directors met for the eiection of officers. 

—Ata meeting of the National Railway Company held in 
Philadelphia, January 13, William G. Case, Jacob Riegel, John 
P, Verree, R. B. Cabeen, Henry Carpenter, C. 8. Kaufman, 8. 
K. Wilson, A. 8. Livingston, 8. P. Wolverton, A. 8S. Cadwalla- 
der and R. B. Corson were chosen directors for the ensuing 
year. Mr. Henry Lewis was chosen President, Robert M. Ham- 
ilton, Vice-President, and R. B. Corson, Secretary. 


—Mr. William Pitt Sherman has been chosen Treasurer of the 


Erie Railway Company in place of Mr. J. B. Hodgskin, who has 
resigned, 








PERSONAL. 


—Mr. J. R. Buchanan is about to retire from the office of 
General Freight Agent of the Missouri, lowa’& Nebraska Rail- 
road. The duties of that office will hereafter devolve upon the 
Assistant Superintendent of the road. 


—Mr. James H. Weller, who died in New York January 9, 








7, the |. 





was at one time a prominent railroad contractor. He construct- 
ed a section of the Erie road, and also & peates of the Dela- 
ware, Lackawanna & Western and the t+ 25 miles of the 
Houston & Texas Central. He was 53 years of age. 








TRAFFIC AND EARNINGS. 





—The earnings and expenses of the Union Pacific Railroad 
for the month ot November were as follows : 





1872. 1871. 
MarBings.... ..0602.... 00 ocesedssodsbesccee $915,727.23 $708, 141.68 
caine .niendsctesssnense eureesenees 362 343.03 224,993.61 
Met earmings. o.0..ccccccccccccccccedscoscce $553,881.20 $423,148.07 


Increase in earnings, $207,585.55, or 29, per cent. Increase 
in net earnings, $130,236.13, or 30 cent. The earnings per 
mile for the month were : 1872, 3 1871, $685. é 

The earnings and expenses for the eleven months ending 
November 30, were as follows : 





ioe 1 $f 051.780 11 
ERGs cits nvee cis. ctinestnngineed $8, 134,754.7 051,750.11 
| res 4,448, 750.25 8,283,152.56 
eT eee $3,686,004.46  § $3,768,597.55 


Increase in earnings, $1,083,004.60, or 15j percent. Decrease 
in net earnings, $82,595.09, or 23 per cent. The earnings 
milo for the eleven months were : 1872, $7,883 ; 1871, $6,833 ; 
increase $1,050, or 153 per cent. The increase of expenses is 
mainly due to the large expenditure made to prevent a recur- 
rence of the snow blockades of last winter. e expenses for 
the month were 39} per cent. of the gross earnings, and for the 
eleven months 54} per cent. 

—tThe receipts of the Grand Trunk Railway of Canada for the 
week ending December 14, were : 1872, £37,000; 1871, £39,000 ; 
decrease £2,000, or 54 per cent. 

—tThe receipts of the Great Western Railway of Canada for 
the week ending December 13, were : 1872, £34,231 ; 1871, £20,- 
852 ; increase, £3,379, or 163 per cent. 

—tThe earnings of the Central Pacific Railroad for the month 
of December were : 1872, $1,007,125 ; 1871, $672,358 ; 1870, $583,- 
692; increase last year over 1871, $334,767, or 493 per cent. ; 
over 1870, $423,433, or 72} per cent. For the year earnings 
were : 1872, $12,900,126; 1871, $8,467,072 ; 1870, $7,995,117; in- 
crease, 1873 over 1871, $3,439,054, or 364 per cent.; over 1870, 
$4,905,009, or 61} per cent. 


—The earnings of the Great Western Railway of Oanada for 
the week ending December 20 were: 1872, £23,907 ; 1871, £18,- 
849 ; increase, £5,058, or 263 per cent. 

—The earnings of the Grand Trunk Railway of Oanada for the 
week ending December 21 were : 1872, £35,600; 1871, £33,900 ; 
increase, £1,700, or 5 per cent. 

—The earnings of the Kansas Pacific Railway for the fourth 
week in December were : from passengers, $17,481.80 ;- freight, 
$34,562.51; mails, $2,055.32; total, $54,099.63. Of this amount, 
$6,682.71 was for transportation of troops, mails and Govern 
ment freight. 

—tThe following companies have so far reported earnings for 
December : ‘aiid 


1871. Increase. Decrease. Pr.ct 
Atlantic & Gr. Western. $403,950 ite 13 





$357,103 t ; % 
Bur., Ced. Rap. & Minn. 84,622 62,650 21,972 bie 35 
Cley., Col ,Ciu. & Ind.. 387,404 329,926 TAT oem 21% 
Central Pacific.......... 1,007,1 672,359 334,767 —_ 4934 
Chiczgo & Alton........ 877,687 iw... 16,516 4%, 
MR Gis dcascdee ses ar eee 602 1% 
Lihnois Central ........ ecce 47,948 q 
Ohio & Mississippi..... 27,399 10% 
Milwaukee & St. Paul.. 513,787 473,295 40,492 Be 
Marietta & Cincinnati.. 204,196 169,820 34,376 eye 2014 
Ind., Bioom. & Western. 126,124 94,831 31,293 bebe a4 


—The following companies have so far reported their earn- 
ings for the year : 





1872, 1871. Increase. Decrease. P.ct. 
Atlantic & Gt. W'ns. $5,130,962 $4,485,789 $645,173  .... 143, 
Bur., C. R. & Minn... 995,685 571,010 424,855 coco TA% 
Clev., Col.,C. & Ind.. 4,429,209 3,866,076 503,133 eoee 1456 
Central Pacific....... 12,900,126 9,467,072 3,433,054 sake 3644 
Chicago & Aiton..... 5,191,256 5,267,097 eoe0 5,841 1 
) ae . 18,346,049 17,397,834 948,715 aes 536 
Illinois Central...... 7,922,644 8,403,144 wee 478,500 584 
Kansas Pacific....... 8,644,182 dine pores ones ‘she 
. & St. Panl...... 6 957,771 6,690,694 267,077 ose 4 
Marietta & Cincin... 2,029,927 1,690,714 339,218 .... 0% 


—The earnings of the Erie Railway for the week ending Jan- 
uary 7 were: 1873, $288,914; 1872, 220; decrease, $7,306, 
or 2} per cent. 

—The earnings of the St. Louis & Southeastern Railway 
(Consolidated) for the month of December were $76,127.73. 
The ice blockade in the Ohio River, causing delay in transfer of 
freight, lessened the earnings somewhat. 








OLD AND NEW ROADS. 


A New “Rapid Transit” Scheme. 

A bill has been introduced into the New York Assembly in- 
tended to create a Board of Commissioners of City Railways, 
and to provide means of rapid transit in the city of Now York. 
It constitutes the Mayor of the city, President of the Board of 
Aldermen, the head of the Department of Public Works (ez: 
officio), together with William B. Ogden, Rudolph A. Witthaus, 

oseph Drexel, Dwight H. Olmstead, Simeon E. Church, Edgar 
F. Brown, Matthew T. Brennan, Charles O’Connor, Samuel L. 
M. Barlow, Abraham 8. Hewitt, William B. Duncan, and their 
successors, a Board of Commissioners to construct a city rail- 
way for rapid transit in said city. The Governor is to fill 
vacancies. ‘The Commissioners are to serve without compensa- 
tion, except the chief executive officers, who shall receive such 
salaries as the board may fix, not exceeding $5,000 each. They 
shall construct a four-track railroad from the Battery to the 
Harlem River tunnel, and by the best route, to be selected by 
the aid of engineers provided for. The plan not exceed in 
estimated cost a sum the annual interest of which, together 
with the estimated running expenses of the road, shall be 
covered by the estimated earnings of the road, at the rate of 
fare ry by this act, added to its — for freight, 
postal, and all other services. Provision is made for issuing 
stock by the Mayor, etc., to the amount of $20,000,000, to bear 
7 per cent. interest. The Board of Public Works is to make a 
schedule of freights, fare, and other service. Before the act 
takes effect itis to be submitted to the electors of the city. 


Lafayette, Muncie & Bloomington. 

This yo fe line from Lafayette east to Muncie, Ind., is 
entirely graded ; the bridges are all complete, including three 
Howe truss bridges ; and ties sufficient for the road are along 
the line. The company’s completed line, from Lafayette west 


35 miles to the Illinois line, is leased and worked b Toledo, 
—— & Western Company, and forms part of its Blooming- 
ton Branch. 


Philadelphia & Erie. 
The Linden Line of Eastern Division was connected about 
the ist of December, and the road-bed is ballasted with 


and until that time will trains. This line short- 


lieves the bridges at Linden and Williamsport. Trains on this 
road have been moving with great regularity this winter, as no 
trouble of any account has been experienced by snow, in com- 
parison with connecting roads. 


Dividends. 


The St. Louis & Iron Mountain pays 3 
dividend) Februsry 15. Transfer books 
25, and re-opened February 17. 


Grand Trunk. 


This company has offered in London at 95, £147,300 of At- 
lantic & St. Lawrence third mortgage bonds, bearing 6 per 
cent. interest, the interest being payable as part of the work- 
ing expenses of the road. This a reissue. At the same 
time it offered £90,000 of Island Pond debentures at 94, being 


a reissue of bonds which matured and were paid December 2. 
New Jersey Railroad Projects. 


The following notices of application to the Legislature of 
New Jersey have been published, in addition to those which we 
have —— noted : 

The New Brunswick & Elizabeth Railroad Company will ap- 
ply for a charter to construct a railroad between the two places 
named, the capital of the company to be $1,000,000. 

Another application will be made fora charter to build a 
railroad from New Brunswick to connect with some railroad at 
or near Elizabeth. This would appear to be a New Jersey Cen- 
tral project. 


A charter will be asked for for a railroad from Hightstown 
to Monmouth Junction. 

Application will be made for authority to build a railroad 
from Shark River to Barnegat Inlet, and privilege to extend 
the same southward to connect with any already built. 

Application will be made for a charter for a railroad from 
payor by way of Marlton to Camden, the capital to be 


,000. 

A charter will be asked for to build a railroad from Long 
Beach to a point in the County of Burlington. 

A charter will be asked to build a railroad from Westville, in 
Gloucester er to Pennsgrove, the capital to be $200,000. 

Application be made for authority to build a railroad 
from New Egypt to the New Jersey Southern road at Whiting’s. 
This would be an extension of the Tuckerton Railroad. 

The New > Farmingdale Company will ask for leave 
to build branch lines to any mar! pits in the counties of Ocean 
or Burlington. 

The South Branch Railroad Company will apply for authority 
to extend their road trom Flemington to the Delaware River 
and to build a bridge over that river, and also to in- 
crease the capital stock to $1,000,000. 

This last project is of some importance, as the road ees 
might be made part of a newline from New York to el- 
phia. The New Brunswick and Elizabeth project is also of 
some importance, as a line passing through the flouris' 
suburban towns between those two places, and connecting wi 
the New Jersey Central, could not fail to be exceedingly dam- 
aging to the local business of the Pennsylvania road. The 
other lines are all short local roads. 


Ohio Valley. 


The city of Cincinnati voted, December 28, to extend aid to 
this company to the amount of $1,250,000. The towns and 
counties along the line have y voted aid to the road to 
the amount of $612,500. The road will connect Cincinnati with 
the Chesapeake & Ohio Railroad. 


Lake Shore & Michigan Southern. 


The work at Conneaut Bridge has been completed and the 
double track is now complete from Erie to Madison. 


Sabula, Ackley & Dakota. 


This road will hereafter be known as the Illinois and Iowa 
Division of the Milwaukee & St. Paul Railway. 


Milwaukee & St. Paul. 


The engine house of the River Division at Winona, Minn., 
was burned on the morning of December 28. Four locomotives 
were in the building, two of which were saved. The building 
was worth about $2,500. 

The new depot at St. Paul, Minn., is nearly completed. This 
depot is only a temporary structure, as it is expected that a 
large Union Depot will soon be built in that city. 

Pittsburgh, Wheeling & Kentucky. 

A bill has passed the Legislature of West Vi ia confirming 
the contract made by this sae the Pittsburgh, Cin- 
cinnati & St. Louis Company. The bill also authorizes the 
company to issue preferred stock, bearing a rate of interest in 
dividends not exceeding 7 per cent., to an amount suflicient to 
secure the construction of the road. 


Washington & Ohie. 

A resolution has been introduced in the Virginia House of 
Delegates inquiring whether this company has not made such 
a forteiture as to give the Board of Public Works the right to 
resume ownership of the State stock in theroad. Is is asserted 
that the company purchased the State stock, amounting to 
$1,000,000, for $50,000, and that of that amount only $1,500 has 

sever been paid. 


Syracuse Northern. , 


With regard to the rumors that this road was to be leased to 
the Rome, Watertown & Ogdensburg Company, the Syracuse 
(N. ¥.) Slandard says : : 

‘No meeting of the boards of the two companies have ever 
been held, and no oy mn involving a lease has ever been 
made. The matter has been talked ut, but no understand- 


ing has been reached, and no obligation binding either party 
entered into.” 


Harlem Extension. 


Vermont papers report that the Lebanon Sptnge Railroad, 
which forms a portion of this road, is to be sold January 20, un- 
der foreclosure of a mortgage given to the Union Trust Com- 
pany of New York. 


Warren & Venange. 

This company has commenced legal proceedings against the 
Union’& Titusville Railroad Company to enforce their right to 
cross the latter company’s track at grade in the city of Titus- 
viille. Until this crossing is made, trains cannot run to the 
business part of the city. Meantime a temporary depot has 
been put up west of the crossing, and trains commenced run- 
ning from Titusville to Buffalo over this road, the Dunkirk, 
Warren & Pittsburgh and the Lake Shore roads, January 2. 


QOamden & Atlantic. 

Work will shortly be commenced on a branch from Haddon- 
field, N. J., east to Medford, about 12 miles. The line will pasa 
through some of the best farmsin South Jersey. 

Baltimore &; Potomac, 
The line from Bowie, Md., to Pope’s Creek was turned over 


r cent. (its first 
be closed January 


to the company by the contractors Jan 1. Regular trains 
will begin Tesnaiang through to Pope's Creek very soon, 
European & North American. 

It is stated that in the spring the gauge of this road will be 
changed from 5ft. 6in. to the stan 4ft. 84in. The estimated 
cost of the change is $50,000. 





18 inches of stone and b it will py Herne order. 
he so Bod : 
ens the line for through freights about two miles, and also re- 
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Editorial Announcements. 








Correspondence.— We cordially invite the co-operation of the rail. 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reporis, noiices of appoint 
menis, resignations, etc., and information concerning improvements 
will be gratefully received. We make tt our business io inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them, 

Inventtons.—No charge ts made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them, 


Articles.— We desire articles relating to railroads, and, tf acceptable, 
will pay lberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are espectally desired. 





Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial sch , ete., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either tor money or in consideration of adver- 
tising patronage. 











SAFETY CHAINS. 





We have already published the circulars of inquiry is- 
sued by the committees appointed by the Master-Mechan- 
ics’ and the Master Car Builders’ Associations to consider 
this subject. The diversity, or rather the contradictory 
character, of the opinions held in relation to it by expe- 
rienced railroad managers is quite remarkable. It is easy 
to conceive how perfectly honest and very intelligent peo- 
ple may hold almost any shade of opinion regarding some 
subjects, but it is certainly strange to find that with refer- 
ence to ‘‘ the efficiency of check or safety chains on en- 
gine, tender and car trucks, in lessenifig the danger re- 
sulting from running off the track,” that a large propor- 
tion of master mechanics and car builders regard them as 
entirely useless, ot injurious, and another perhaps equally 
large class" consider that in many cases they alone will 
prevent the most disastrous results, which, without them, 
would inevitably be caused by trains running off the 
track. 

Before discussing the subject, we will say, however, 
for the benefit of those of our readers who may not be 
so familiar with the construction of cars as are the mem- 
bers of the two associations referred to above, that check 
or safety chains are chains which are attached to car 
trucks at one end, and fastened to the car body at the 
other. Their object isto hold the trucks parallel with 
the track, or in line with the body of the car, in case the 
wheels leave the rails. When this occurs at a high 
speed, one danger to be apprehended is, that the car 
truck will be turned around crosswise of the track, and 
thus become a fixed obstruction, instead of carrying the 
car in safety until the speed can be arrested. 

The muin question at issue and about which there is so 
much difference of opinion is, we think, very clearly 
stated in the first question propounded in the circular 
issued by the committee of the Master Mechanics’ Asso- 
ciation. Their inquiry is: “Do you consider it practi- 
cable to apply safety chains and their fastenings, of suf- 
ficient strength, to all classes of trucks, so as to be entirely 
reliable ; and would their efficiency and certainty in les- 
sening danger in case of accidents, warrant 
the cost. of application and maintenance in 
good condition thereafter?” The most important 
question, however, which is presented to the 
advocates for the use of safety chains is, we 
think, a question of fact, and is embraced in the fifth 
interrogatory, which is this: ‘‘Do you know of any in- 
stances where the use of safety chaius prevented serious 





damage or destruction of life or property.” Now if 
enough conclusive evidence can be brought forward to 
show that injury to life and limb has been prevented by 
the use of safety chains, it will at once decide the ques- 
tion in their favor. Of course, like all questions in dis- 
pute, the greater the amount of evidence submitted, the 
stronger will be the conviction produced. We therefore 
hope that in answering this circular the members of the 
Association and others will relate, as explicitly as they 
can, every instance which has come under their own no- 
tice, in which it was certain that ‘“‘serious damage” was 
prevented by safety chains. If a_ sufficient 
amount of evidence of this kind could be 
collected and reported by the Committee, we 
believe that every railroad which now neglects or re- 
fuses to attach safety chains to its car trucks would be 
compelled by popular clainor, if not by legal enactment, 
todo so. We do not, of course, wish to prejudge the 
conclusions of the committee who have this subject un- 
der consideration, nor the action of the Association on 
their report. It is asserted by many very able railroad 
men that safety chains instead of being what their name 
imports are in fact acause of danger. We have heard it 
asserted by such persons that if the chains were made 
strong enough to hold the truck in its proper position, 
they would ‘‘tear out” the sills of the cars. Such 
opinions alone are, of course, entirely valueless as evidence 
in deciding the question, because it amounts simply 
to the fact that the person holding them thinks or sup- 
poses that such chains will “tear out” the sills. We 
have, however, heard experienced railroad men say that 
they have known instances where the sills were “torn 
out” by the check-chains. On questioning some of them 
more closely, we have found that by “tearing out” the 
sills they meant simply that the fastenings of the chains 
were broken loose—a result which, as we shall presently 
show, would very probably occur with many of the at- 
tachments now in use. In giving evidence, therefore, 
that check-chains do ‘‘tear out” the sills of cars, per- 
sons should form a very distinct idea and express with 
equal clearness what they mean by such an expression. 

Supposing, however, that it is true that chains of suffi- 
cient strength will destroy the sills, it will still be a ques- 
tion whether that result is certain to occur every time a 
strain is brought on the chains by a train running off the 
track, and if not, whether it occurs with sufficient fre- 
quency to do as much injury as the trucks would do if 
they were not restrained by the check-chains, Or, in 
other words, whether they do more good by holding the 
trucks in position than they do harm to the sills. 

The most common objection , however, which is made 
to their use is, tbat they break as soon as acar runs oft the 
track, and therefore do no good. Now that some of 
them should break does not seem at all wonderful to any 
one who has taken the trouble to examine their construc- 
tion, and the nannerin which they are attached to the 
trucks and car bodies. We saw a freight car only a few 
days ago on which the chain was attuched to a hook 
made by simply bending a piece of three-quarter inch 
round iron. The iron had a thread cut in it, which was 
screwed into the wooden sill of the car, There was no nut, 
and nothing to hold it excepting the thread screwed into 
the wood. Themanufacturers of that car we think are 
qnite propably among the strongest opponents of the use 
of check chains, and the most skeptical with regard to 
their efficiency, and would propably assert in the most 
dogmatic way that they “are no use” and will break as 
soon as the truck leaves the rails. So would a piece of 
cotton yarn. 

The case we have cited is a very gross example of igno- 
rance or carelessness, but plenty of practical examples 
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Fig. 1. 
which are nearly as bad can be found at almost any time 
or place where a considerable number of cars from differ- 
ent roads are collected together. As examples, we give 
in figs. 1 and 2 the attachments of the chains to the body 
and trucks of an express car which we sketched a few 
days ago. The chain was made of §-inch iron and 
fastened to eye-bolts in the sills and truck frames. 





At the top was a hook, as shown in fig. 1. 
The metal in this hook was less than {-inch in 
diameter at it its heaviest part, and _ therefore 
very much weaker than the chain, if both were made 
of the same quality of iron. Figs. 3 and 4 were sketched 
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Fig. 4. 


from a sleeping car, and they not only have the faults 
pointed out in figs. 1 and 2, but the hook, fig. 3, was at- 
tached to a long truss rod 14 inches in diameter, which 
would almost inevitably be bent or broken if subjected 
to agreat strain from the hook. The latter is also ob- 
viously very weak, and has not enough ma- 
terial, and that very badly disposed, in the 
neck or bend. Judging alone from the practice 
of car-builders, we would conclude that very few of them 
know or care how a hook of this kind should be propor- 
tioned. In fact, we think it is very doubtful whether 
any attention is ever given to the strength of the chains 
themselves. The latter should bear a tensile strain equal 
to a bar of iron two-thirds of the sectional area of one of 
the links, counting both sides of the link, as the strain 
is divided between them. Therefore, if a bar of iron 
will break at a strain of 60,090 lbs. per square inch of 
section, when it is made into a chain the latter should 
have a breaking strength equal to 40,000 lbs. per square 
inch of section. In proportioning a hook, therefore, the 
sectional area at A B, fig. 5, next to the eye should be at 
least equal in section to two-thirds that of the two sidesof a 
link, and should have an area on the line GD equal to 
three times that of the neck in order to have the same 
strength at both points. These proportions, it will be 
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seen, have not been observed in the hooks which we 
have sketched, which are therefore not as strong as the 
chains. In many cases, in fact, such hooks are made by 
simply bending a piece of $-inch roundiron into the re- 
quired shape, without any attempt at strengthening 
them at the points of maximum strain. 

Instead of using a hook to attach the chains, it would 
be much better to use a clevis and bolt, as shown in fig. 
6. The hooks were originally used when cars were run 
through the streets and around such sharp curves that it 
was necessary to unfasten the chains to allow the truck 
to turn far enough. At present the chains are detached 
only w. en the truck is removed from under the car, so 
that a bolt fastened with a nut and key gives every requi- 
site facility for detaching them. 

It is, however, not the hook alone which is a weak 
point in attachments used for safety chains. Figs. 2 and 
4 represent the method of fastening them to the truck 
beams with an eye-bolt. It must be observed that a 
chain is drawn in a straight line when it is subjected to 
a strain, so that the links must resist tension alone. An 
eye-bolt like that represented in figs. 2 and 4 receives a 
c1oss strain, so that there is great danger of breaking it 
off at the neck, which is frequently made too small. 
Any one who has taken the trouble to observe will also 
be convinced that a single bolt like those represented in 
figs. 2 and 4, fastened into a wooden beam, will bear 
comparatively little cross strain. They are liable either 
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to break under the head, or, what is worse, split the 
wooden beam. 
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Fig. 7. 

Fig. 7. represents another attachment, which we 
sketched from actual practice, and which, from being 
very badly proportioned, is almost or quite as insecure as 
a singleeye-bolt. The iron piece which is fastened with 
the two bolts to the inside of the wooden truck-beam is 
allowed to project so high above it that there is danger of 
breaking off at the dotted line. The eye is also made so 
close to the end of the bar that it would be almost sure to 
tear out with a much less strain than the chain would 
bear. This fault is very common in many of the fastenings 
used for check chains. It may not be amiss to say here 
that in an eye of this kind the sectional area of metal be- 
tween the eye and the end of the bar should always be 
equal to that of the bar or chain to which it is attached. 
With a %-inch chain, therefore, the section of metal at 
the eye should be equal to.6 inch. The area on each 
side of an eye, as is well known to bridge builders, 
should be .75 of the area of the bar orchain. It is 
true that, as a chain has only about two thirds the 
strengih of a bar of the same area, therefore, for direct 
tension, the eyes need not have so much material; but 
when used for the fastenings of the chains we are de- 
scribing they are often subjected to cross strains, and 
therefore need more material. 

The attachment represented in fig.7 would also be 
much more secure if, instead of depending entirely upon 
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the two bolts, the lower end of the bar had been forged 
with a hook, so as to lap under the corner of the beam. 
In this way the strain would have been borne by the hook 
and not by ‘the bolts. 

The examples which we have cited were taken at ran- 
dom, and any one who cares to examine cars will doubt- 
less find many much worse than these we have illus- 
trated. It is, therefore, we think, not remarkable that 
check-chains, as they are often applied, should fail to 
hold a cur truck when it runs off the tracx. We never 
yet heard of a case in which a railroad company took 
the trouble to test the chains which they used for this 
purpose, and many that we have examined were obvi- 
ously very carelessly made and proportioned worse. If, 
therefore, it should be shown that some safety chains 
often have broken, and failed to hold the trucks, it by 
no means follows that all are equally untrustworthy. If 
a badly constructed and proportioned chain breaks, it by 
no means proves that a good one will not hold. The 
real question is, will good safety chains lessen the danger 
resulting from running off the track ? 





As an example of a good chain and connections we give 
an illustration of that used by Mr. C. A. Smith, of the 
Erie Railway, on the new freight cars of that line. The 
outside silis of those cars are formed of two pieces, each 
24x8 inches. These are placed side by side with a space 
of one inch between them. The object of this is to af- 
ford good ventilation to the timber, and thus prevent de- 
cay. Between these timbers he attaches a hook formed 
of 2x} inch iron, as represented in the engraving. This 
is fastened by a small bolt through it and the two sills, 
and is intended merely to hold it in position, the strain 
being carried by the booked ends, which lap over the top 
of the timbers. The hook to which the chain is attached 
is formed by bending and welding together the ends of two 
‘yinch pieces. If an eye were formed on the end, instead 
of a hook, and aclevis such as we have described were 
used, it would, we believe, make a more secure and cer- 
tainly a neater attachment than that represented by the 
engraving. At the lower end is an inch eye-bolt, which, 
being fastened to an iron truck, is much more secure than 
it would be if fastened to 2 wooden beam. 

Mr. Smith uses chain made of 11-16 iron, and has taken 
some pains to get it of good quality. We believe 4-inch 
chain would be better and that none less than that size 
should be used. The extreme length of the links of chain 
used in the British navy is five times the diameter of the 
iron, so that a 4-inch chain would have 34-inch links. 

With reference to the number of chains used to each 
truck, doubtless ,if security is aimed at, four will be better 
than two ; and as it is a question of safety to human life, 
every precaution which will guard against danger should 
be adopted. 

In conclusion, we will urge all the members of the asso- 
ciations which have this subject under consideration not to 
neglect to send in replies to the circulars which are issued 
by the respective committees. People who have opinions 
should express them, and those who have none can find 
no better method of getting information than by prepar- 
ing replies to the questions asked. 

It should be remembered, too, that testimony regarding 
this subject may and probably will have some effect in 
making human life more secure, which is now, as our 
monthly record of accidents indicates, lamentably other- 
wise on American Railroads. 








RAILROAD CONSTRUCTION IN 1872. 





We give below a record of the new railroads constructed in 
the United States during the year 1872. In order to make it as 
accurate and complete as possible we have sought and obtained 
the assistance of some hundreds of railroad officers, and in 
most instances the information we give is obtained from 
official sources. We think we can safely say that 
nothing done in this country heretofore can equal 
it in completeness and accuracy. Certainly we have 
spared no pains to make it correct, and the labor expended on it 
has been enormous. We believe that few errors will be found 
in it, and scarcely any considerable ones; and that the aggre- 
gate is nearly exact. The work is one of great difficulty, more 
so in finding the points at which construction ceased the pre- 
ceding year than in finding the aggregate at the 
close of the last, officers mot remembering 80 
well where the last rail was on the last day 
of the year as the time at which a line or part of a line 
was opened for traffic. We have had to correct some of the 
reports sent to us, accordingly, when the mileage opened 
instead of the mileage completed during the year was given. 
We have aimed to give as exactly as possible the mileage of 
new line on which rails were laid within the year, not counting 
second track nor ordinary sidings, and without reference to 
the condition of the road otherwise—the roads of course often 
being quite incomplete after the track is down, but still being 
railroads and almost sure to be worked—which is more than 
can be said of most lines before the track is actually laid. 

According to this record the mileage constructed in the sev- 
eral States and Territories during 1872 was as follows: 
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The total is thus 7,3644 miles—an increase of 12.1 per cent. 
for the year, the aggregate being larger than last year, and the 
rate of increase a little less. The statements of mileage for the 
whole country have always heretofore been quite incorrect, and 
we presume are still somewhat so, but adopting the figures of 
one ofthe tables given in the last issue of ‘‘Poor’s Manual,” 
which are probably more nearly correct than for any previous 
year, the total length of the completed railroads of the United 
States was 68,216 miles at the close of 1872. 








We have aimed in the following record to so describe the sev- 


eral lines as to enable the reader to follow out each one on the 
map, and trace its route roughly, if he pleases. We have given 
no lines unless we had information such as we deemed trust- 
worthy that the rails were actually laid, and consequently we 
are likely to have understated rather than overstated the 
amount completed in the year : 


MAINE. 

There has been, it will be seen, very little new construction 
in this State, the total addition to the mileage being 62} miles, 
none of which was opened for traffic during the year. This is 
an increase of 74 percent. inthe miloage of the State, which 
grows very slowly, if at all, in population. The chief work of 
the year is the construction of the 44 miles of the Portland Ex- 
tension of the Boston & Maine Railroad, giving it an indee 
pendent connection with Portland, whereas it has heretofore 
had to use the Portland, Saco & Portsmouth Railroad, the line 
leased and worked by its chief competitor, the Eastern Rail- 
road. 

The following is a list and description of the roads construct- 
ed in the State during the year : 

Boston & Maine.—The track was laid on the entire Porlland 
Extension, from Salmon Falls, N. H., northeastward 44 miles to 
Portland, though not opened during the year. Only a fraction 
of a mile of this extension is in New Hampsbire. 

Somerset.—Track laid from its junction with the Maine Cen- 
tral at West Waterville (76 miles from Portland) north 17 miles 
to Norridgewock, but not opened for business. 

Knox & Lincoln.—Extended from the station in Rockland to 
tide-water, 1} miles, but not worked as yet. 

NEW HAMPSHIRE. 


None of the lines constructed in this State are of considerable 
length or importance. The White Mountain’s extension gives 
the Boston, Concord & Montreal an independent connection 
with the Grand Trunk, and may be said to compiete that road. 
The Sugar River extension completes a line from Conoord west 
to Claremont, and the branch and extension of the Portsmouth, 
Great Falls & Conway are valuable accommodations for the 
summer pleasure travel—always an important part of the busi- 
ness of the most of the New Hampshire railroads. Little has 
been done on the very heavy work of the extension of the Port- 
land & Ogdensburg Railroad, over the White Mountains in this 
State. 

The length of the new lines is 43 miles, increasing the mile- 
age of the State by 5 per cent. 

Portsmouth, Great Falls & Conway.—This road, which is 
leased and worked by the Eastern of Massachusetts, was @x- 
tended from Conway northward to North Conway, 6 miles; its 
Wolfboro Branch was completed from Wolfboro Junction (38 
miles north of Portsmouth) westward 12 miles to Lake Winni- 
piseogee at Wolfboro. 

Sugar River.—Extended from Newport west 12 miles to 
Claremont, completing a line 25 miles from Bradford to Clare- 
mont. 

While Mountains.—Extended from Lancaster northward 11 
miles toa junction with the Grand Trunk Railway at Northume 
berland, completing the road, which is worked by the Boston, 
Concord & Montreal Company. 

Under the head of Massachusetts, it will be seen that two 
miles of the new West Amesbury Branch of the Boston & Maine 
Railroad is in New Hampshire. 


VERMONT. 


Perhaps the most important work in this State durmg the 
year was the extension (in both directions) of the Portland & 
Ogdensburg Railféad, which is intended to form part of a line 
for shipments (of grain chiefly) from Lake Ontario to the eea- 
board for export. The total length of the new road is 31} 
miles, which increases the mileage of the State by 4} per cent. 

Bennington & Glasionbury.—Completed from Bennington 
northeastward 9.13 miles to Glastonbury. 

Montpelier & Wells River.—Track laid on 3 miles of the 88 
miles of line, which is all, or nearly all, ready for the iron. 

Portland & Ogdensburg.—Extended from Hardwick (35 miles 
northwest of St. Johnsbury) westward 12 miles to Morristown ; 
and from St. Johnsbury eastward 7 miles to West Concord. 


: MASSACHUSETTS. 


The lines completed in this State, it will be seen, are neither 
many nor long, the longest line being but 17 miles long, and 
the aggregate of the five lines reported being but 37 miles. A 
more important line than any of these, the Massachusetts Cen- 
tral, which may become to some extent a rival of the Boston & 
Albany, has been put well under way, and there are several 
short lines—such as the Lee & Hudson, Lee & New Haven and 
the Springfield Extension of the Athol & Enfield—under 
contract. Perhaps the most important work of the year, how- 
ever, was the progress of the Hoosac Tunnel, which now is al- 
most sure to be completed—something which never could be 
said of it heretofore. 

The 37 miles of newly-constructed road form an increase of 
about 2} per cent. in its mileage. 

Boston & Maine.—The Amesbury Branch was completed from 
the junction with the main line at Newton, N. H., southeast- 
ward 44 miles to West Amesbury, Mass., about one-half being 
in each State. 

Cape Cod.—The Wood's Hole Branch was completed from the 
junction with the main line at Cohasset Narrows (54 miles from 
Boston) south 17 miles to Wood’s Hole. 

Eastern of Massachusetts.—The Essex Branch was extended 
from Wenham (22 miles north of Boston) northeast to Eesex, 5 
miles. Extensions of 6 and 12 miles of the Portsmouth, Great 
Falls & Conway Railroad, leased by the Eastern, in New Hamp- 
shire, are noticed in the record for that State. 

Old Colony.—The Milton Branch was extended from Harrison 
Square to Dorchester, 2.36 miles. 

Providence & Worcesier.—The Milford & Hepkinton Railroad, 
from Milford north to a junction with the Buston & Albany 
Railroad at Ashland, about 10 miles, was completed and leased 
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by the above company. It forms an extension of its Miltord & 
Woonsocket Branch. 
CONNECTICUT. 

This chapter is a short one and requires no comment. The 
increase is about 3 per cent. 

Boston, Hartford & Erie.—VExtended from Putnam south- 
east 25 miles to Willimaniic, completing the road to a point 
86 miles from Boston. 

NEW YORK. 

Track has been laid on twenty railroads—including branch 
lines, twenty-two—during the year, making an aggregate of 434} 
miles of new railroad, an increase of 93 per cent., making the 
total at the end of the year 4,905 miles. Several lines of more 
than local importance have made more or less progress, the 
only one completed being the Buffalo, New York & Philadel- 
phia. The New York & Oswego Midland has its main line near- 
ly completed and a branch to Auburn also. The Sodus Point 
& Southern and the Cayuga Lake Railroad, both entirely com- 
pleted during the year, give new routes for anthracite coal on 
its way to Lake Ontario and thecanal. Several lines are under 
construction which make little or no showing here—such as the 
Buffalo & Jamestown, the Rochester & State Line, Rochester, 
Nunda & Pennsylvania, etc. The Lake Ontario Shore must be 
reckoned with the more important lines, as of considerable 
length and intended for through traffic. The New York West 
Shore & Chicago has had work begun on it, and is surveyed 
throughout, and will make, if completed, a parallel route to the 
New York Central & Hudson River. 

Buffalo & Jamestown.—Begun August 24, and track laid from 
Buffalo southward 6 miles. The road-bed is ready for the rails 
for 4 miles further, anu the grading is nearly completed for 25 
miles. 

Buffaio, New York & PhWladelphia.—Extended from Arcade, 
N. ¥. (35.20 miles southeast of Buffalo), a little east of south, 
85.35 miles, to a junction with the Philadelphia & Erie Railroad 
at Emporium, Pa., completing the road. It was opened from 
Arcade to Machias, 6.92 miles, June 1; to Franklinville, 6.90 
miles, June 10; to Olean (where it crosses the Erie Railway), 
19.87 miles, July 3; to Pottsville, 6.70 miles, August 15; to 
Port Allegheny, Pa., 20.61 miles, November 10; and to Empo- 
rium, 24.35 miles, January 1, 1873, the last rail having been laid 
December 23. Forty-three miles of the road is in Pennsyl- 
vania. 

Cayuga Lake.—Completed from Ithac:, atthe south end of 
Cayuga Lake, northward up the east bank of the lake to a 
junction with the New York Central at Cayuga, about 35 miles. 

Central of Long Island.—Completed and opened for business 
at the close of the year from its junction with the Flushing & 
North Side Railroad at Flushing southeastward to Hempstead, 
and thence eastward to Farmingdale, L. I., in all 30 miles. The 
rails areallsteel. The road is worked by the Flushing & North 
Side Company. 

Delaware, Lackawanna & Western.—A new track was laid on 
the Utica, Chenango & Susquehanna Valley Division from Nor- 
wioh, N. Y., north to Midland Junction, 7} miles. The trains 
had previously been run over the track of the Midland Railroad 
between those points. 

Lake Ontario Shore.—Track laid from Oswego west by south 
50 miles, and opened for business from Oswego to Sodus Vil- 
lage, 41 miles. About 60 miles of road-bed is graded, most of 
it west of the Genesee River. There remains 93 miles from 
the end of the track to the western terminus at Lewiston, ou 
Niagara River. 

Long Island.—The Northport Branch was extended from 
Northport east to Port Jefferson, 17 mileg, The Rockaway 
Branch was completed from Jamaica to Far Rockaway, about 
12 miles. 

New York & Harlem.—The Mahopac Br. ich was completed 
from Golden’s Bridge, 45 miles north of Nev; York, northwest 
7 miles to Lake Mahopac. 

New York, Boston & Montreal.—On this road; as nearly as we 
can learn, track has been laid from Brewster’s, on the Harlem 
Railroad, 53 miles north of New York, west about 3 miles, and 
thence southwest to Lake Mahopac, 7 miles in all. The grad- 
ing is nearly all done from Lake Mahopac south to the Harlem 
River, about 45 miles. 

New York, Kingston & Syracuse.—Extended from Dean’s 
Corners northwestward 27 miles to Stamford, making the line 
75 miles long from Rondout to Stamford. There remains 75 
miles to construct in order to complete the road. 

Philadelphia & Morristown.—Track laid from Philadelphia, 
N. ¥., on the Rome, Watertown & Ogdensburg road, 18 miles 
west of Watertown, northwest to Theresa, 7 miles. 

Poughkeepsie & Eastern.—Completed from the junction with 
the Dutchess & Columbia road at Pine Plains by a very circuit- 
ous route to a junction with the Connecticut Western road at 
State Line, a distance of 18 miles. 

Schienectady & Susquehanna.—Completed from Schenectady 
southwestward 14 miles to a junction with the- Albany & Sus- 
quehanna Railroad at Quaker Street. It is worked in connec- 
tion with the latter road by the Delaware & Hudson Canal Com- 
"i Point & Southern.—Completed during the year from 
Gorham, on the Northern Central Railway, 58 miles north of 
Elmira, northward 34 miles to Lake Ontario at Sodus Point. 

South Side of Long Island.—'The Rockaway Branch was ex- 
tended from Far Rockaway along the beach to the Seaside 
House, 43 miles. 

Syracuse & Chenango Valley.—Extended southeastward 10 
miles to Erieville, 27 miles from Syracuse. 

Utica & Black River.—Track laid for three miles on the ex- 
tension or branch from Carthage, N. Y., north to Clayton. 
Much of the grading on this extension, which will be 41 miles 
long, is completed. 

Utica, Ithaca & Elmira.—Ithace & Cortland Division ex- 
tended from Freeville, the crossing of the Southern Central 
road, to Cortland, 12 miles. 

Walkil Valley.—Extended from Rosendale, N, Y., northeast 


to Kingston, 8 miles. Some work has been done on a further 
extension from Kingston to Saugerties. The road was com- 
pleted to Kingston September 4. 

New York & Oswego Midland.—The main line was extended 
(as nearly as we can learn) from Summitville northwestward 
43 miles to a point 20 miles beyond Liberty Falls, from the 
south; and from the north from Walton southward about 8 
miles, leaving a gap of about 18 miles between the two sec- 
tions. The Norwich & Auburn Division was completed from 
Cortland northwestward 36 miles to Scipio Center. 

Flushing & North Side.—This company has constructed a 
loop line 3 miles long from Woodside to Bridge street station 
in Flushing. It has also laid about three miles of second 
track from Huuter’s Point eastward. 

NEW JERSEY. 

The new lines have an aggregate length of 103} miles, mak- 
ing the total in the State 1,374 miles, an increase of 8} per 
cent. The longest line is seen to be the Montclair—21j miles 
—but a more important work was the completion of the Mid- 
land to a connection with the southern section of the New 
York line. The others are local lines of more or less im- 
portance. Considerable improvements were made on some of 
the old roads, the Morris & Essex having added 5 miles of 
second track laid with three rails, for the 6-feet and standard 
gauges. 

Bridgeton & Port Norris.—Completed from Bridgeton, the 
terminus of one of the West Jersey Company’s lines, in a south- 
easterly direstion, by a somewhat circuitous route to Port 
Norris, near the mouth of Maurice River, a distance of 21 
miles. 

Camden & Atlantic.—The Fgg Harbor & May’s Landing 
Railroad, trom the junction at Egg Harbor (18 miles from At- 
lantic City) southeast 7 miles to May’s Landing, was completed 
and leased by the Camden & Atlantic Company. 

Central of New Jersey.—The Newark & Elizabeth Branch 
was completed from the junction with the main line near Eliza- 
beth north 6 miles to a junction with the Newark & New York 
Railroad near Newark. On the Elizabethport & Perth Amboy line 
(which is to form a section of the all-rail route to Long Branch) 
2 miles of track was laid. Besides five miles of new second track 
was laid on the Lehigh & Susquehanna Railroad in Pennsyl- 
vania, and four miles of third and fourth tracks on the Central’s 
main line in New Jersey. 

Montclaiz, Railroad.—Extended from Midvale north to 
Monks’, 5} miles, and southeast from Little Falls to a junction 
with the New Jersey Midland at West End, 16j miles, complet- 
ing a line 355 miles long from the junction with the Midland 
near Jersey City to Monk’s. Some grading has been done on 
the Watchung Branch from Belleville to Orange and also on the 
branch from Montclair to Morristown. The road is leased by 
the New York & Oswego Midland Company and forms a division 
of its New Jersey line. 

Newark & Hudson.—Completed from the terminus of the 
Paterson & Newark Branch of the Erie at Newark, eastward to 
a junction with the main line of the Erie near Bergen Tunnel, 5 
miles. Three-quarters of a mile of this distance the road runs 
over the Morris & Essex track, using a third rail. 

New Jersey Southern.—The Toms River Branch was extend- 
ed from Toms River south to Waretown, on the Tuckerton Rail- 
road, 12 miles. 

New York & Oswego Midland.—The New Jersey Midland 
Railroad, which is leased and worked by the above company, 
was completed by the construction of the link between Ogdens- 
burg and Saufitown, 7 miles, and by the extension from a point 
about four miles east of Hackensack to a junction with the 
New Jersey road at West End, 6} miles of track. In all about 
13} miles of track were laid during the year. 

Williamstown Railroad.—Completed from Glassboro, on the 
West Jersey road, northeast to Atco, on the Camden & Atlantic 
road, 15 miles. 

PENNSYLVANIA. 

In the record for New York we have given the Buffalo, New 
York & Philadelphia with 43 miles in Pennsylvania ; in that for 
Delaware, 2 miles of the Wilmington & Western, and in that for 
Ohio, 7 miles of the Ashtabula & Jamestown Branch of the 
Lake Shore & Michigan Southern. The total of new road is 251 
miles, making the mileage at the beginning of 1873 6,155 miles, 
an increase of 5 per cent. The longest of the new lines is the 
Buffalo, New York & Philadelphia, which is also one of the most 
important, as it gives a new and short connection with Buffalo 
for the eastern part of the State. 

The Eastern Extension of the Allegheny is likely to be an ex- 
tremely important line, as it will give a route over the Alle- 
ghenies with very low grades, over which it is expected that 
nearly all of the heavy freight of the Pennsylvania Railroad will 
pass. 

The Warren & Venango road is an outlet for the oil regions, 
and the Bedford & Bridgeport Branch of the Pennsyivania 
affords a new outlet for the Cumberland coal of Maryland. Most 
of the new lines are for local traffic chiefly, and there are, per- 
haps, some short lines of which we have no information. 

Allegheny Valley.—The track was laid on the Eastern Exvten- 
sion (from the junction with the main line at Red Bank [64 
miles above Pittsburgh] eastward to the Philadelphia & Erie 
road at Driftwood) for 16 miles. Much of the grading is com- 
pleted on the remaining 94 miles, which is to be completed in 
July. 

Bachman Valley.—Track laid from its junction with the 
Hanover Branch Railroad near Leib’s Mill (about 5 miles south- 
west of Hanover Junction) southeast 5 miles up Codorus 
Stream to Kleinefeltersville, two or three miles from the Mary- 
land line. 

Monivose.—This road, of 3-feet gauge, was completed from 
Tunkhannock, on the Pennsylvania & New York Railroad, 32 
miles north of Wilkesbarre, north 22.34 miics to Hunter's, leay- 
ing 5 miles of the road to be completed in order to reach to 
Montrose. 








Mount Alio,—Completed from its junction with the Cumber- 





land Valley Railroad 3} miles east of Chambersburg southeast- 
ward 11 miles to the Mount Alto Iron Works. 

Northeast Pennsylouania.—Completed from its junction with 
the North Pennsylvania Railroad at Abington (10 miles north 
of Philadelphia), northeast about 6 miles to Hatboro. 

Pennsylvania Railroad.—The Bedford Division was extend- 
ed from Bedford south by west to Bridgeport, and from Will’s 
Creek Junction to State line, in all 31.6 miles. 

Pennsylvania & Delaware.—Completed from Pomeroy (on 
the Pennsylvania Railroad, 42 miles from Philadelphia) south 
by west 12 miles to the crossing of the Philadelphia & Baltimore 
Central Railroad at Avondale. 

Pennsylvania Petrolewm.—Six miles of track have been laid 
on this line, extending, we believe, from its junction with the 
Atlantic & Great Western at Cambridge. The entire line will 
extend from Tidioute west by south to Titusville, and thence 
northwestward to a point a few miles beyond Cambridge, and 
thence northward to Erie, a total distance of 62 miles, with a 
branch from a point about half way between Tidioute and Ti- 
tusville, southward to Pithole Centre, 12 miles. The grading 
is mostly completed between Cambridge and Tidioute, 30 miles, 
and for six miles north of Pithole Centre. The work of the 
year, therefore, consists of six mules of track and about 30 -of 
road-bed nearly completed. 

Philadelphia & Erie.—The Linden Branch was completed 
from the southend of the Williamsport Bridge west 8 miles to 
the south end of the Linden Bridge, completing a loop line 
on the south bank of the Susquehanna, the old line being on 
the north bank. . 

Philadelphia & Reading.—The leased Perkiomen Railroad 
was extended from Green Lane northward 7 miles to Green- 
ville. 

Philadelphia, Wilmington & Baltimore.—The Darby Im- 
provement, a new loop line extending from Gray’s Ferry (2 
miles below the Philadelphia station) southwest 12 miles to 
Chester, was completed. It is a double-track line. 

Pittsburgh, Virginia & Charleston.—Track laid from Pitts- 
burgh southeastward down the west bank of the Monongahela 
River 16 miles, and graded 16 miles further to Monongahela 
City. A second track is being laid from Pittsburgh to a point 
opposite Port Perry, 10 miles, to connect with a branch from 
the Pennsylvania Railroad. The road is to be opened in April 
to Monongahela City, 32 miles. 

Shenango & Allegheny Valley.—Extended from Pardoe (21 
miles southeast from its junction with the Atlantic & Great 
Western Railroad at Greenville) southeastward 10 miles to Har- 
risville. 

Warren & Venango.—Completed from Warren, at the south- 
ern terminus of the Dunkirk, Warren & Pittsburg? Railroad, 
westward close by the side of the Philadelphia & Erie road to 
Garland, 16 miles, and thence southwestward 19 miles to Titus- 
ville, ia all 35 miles. 

DELAWARE. 

This little State has made fair progress in construction, 
having added 264 miles to its 227, or 113 per cent. The Dela- 
ware & Pennsylvania line is to be extended to the Pennsylvania 
line and there meet the Pennsylvania & Delaware road, and 
the Wilmington & Western it is hoped to extend to a connec- 
tion with the Peach Bottom and other roads projected and 
completed, to make a line along the southern border of Penn- 
sylvania. 

Delaware & Pennsylvania,—Completed from Delaware City 
northwestward 8} miles. . 


Wilmington & Western.—Completed from the harbor at Wil- 


mington, Del., westward 20 miles toa junction with the Penn- 

sylvania & Delaware Railroad at Landenberg, Pa. The work of 

construction was begun July 8, and the road was opened for 

business October 19, Two miles of the road is in Pennsylvania, 
MARYLAND. 

This State has made very great progress during the year, 
the total increase (on eight railroads) being 190 miles, an in- 
crease of 23 per cent., making the length of road in the State 
at the close of the year 1,010 miles, The District of Columbia 
is included with Maryland in this statement. The most con- 
siderable and most important line opened is the Baltimore & 
Potomac, whose 90 miles were all opened during the year. The 
Metropolitan of the Baltimore & Ohio is algo an important 
line, now very nearly completed. The State is full of new 
projects, and seems likely to add several new lines to its system 
soon, 

Baliimore & Ohio.—The Metropolitan Branch was completed 
for 22 miles northwest of Washington and for 7 miles southeast 
of the junction with the main line at Point of Rocks, and the 
intervening 13 miles was made ready for the rails. 

Baltimore & Poltomac.—Completed from Lafayette, in the 
southern part of Baltimore, southwestward 41.5 miles to the 
south end of Long Bridge in Washington, and opened for 
treffic July 2. Of this 21 miles of track was laid in 1871. 

The Pope’s Creek Branch was completed from Bowie to Pope’s 
Creek, on the Potomac, 48.7 miles, and opened from Bowie to 
Marlboro, 14 miles, September 3, and from Marlboro to Pope’s 
Creek, 34.7 miles, January 1, 1873. There remains the tunnel 
and railroad, 2 miles long, to be finished through Baltimore to 
complete the line. 

Cumberland Valley.—Extended trom Hagerstown southwest 
to the Potomac River at Powell’s Bend, 7 miles. A second 
track was laid on 9 miles of the road in Pennsylvania, from 
Bridgeport to Mechanicsburg. 

Frederick & Pennsylvania Line.—Extended from Taneytown 
southwestward 28 miles to Frederick, completing the road, 
which extends from Frederick to Littlestown, Pa. 

Kent County.—Extended from Kennedysville southwest 16 
miles to Parsons, completing the line for 36 miles from the 
junction with the Delaware Railroad at Townsend. 

Maryland & Delaware.—Extended from Easton southwest 10 
miles to the east side of Chesapeake Bay at Oxford. 

Western Maryland,—Extended from Smithsburg west to Ha- 
gorstown, 8 miles. 
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Worcester & Somerset.—Completed from Newtown, Somerset 
County (on the Pocomoke River), northwestward 9 miles to the 
Eastern Shore Railroad at Newtown Junction, a few miles south 
of Princess Anne, ‘ 

Worcester.—Completed from Berlin, the terminus of the 
Wicomico & Pocomoke Railroad south to Snow Hill, 14 miles. 

VIRGINIA. 

Virginia constructed in 1871 very few miles of road. This 
year we have reports of the completion of new line by three 
companies, and an aggregate of 49} miles of new track, 
which adds 3} per cent. to the total length of the lines, mak- 
ing it 1,540 miles. Besides most of the work has been done 
on the Lynchburg & Danville road, which will be about 75 
miles long. The Alexandria & Fredericksburg road completes 
for the first time direct all-rail connection between Washing- 
ton and Richmond. 

Alexandria & Frederioksburg.—Track laid from St. Asaph 
Junction (17 miles north of Alexandria) southward down the 
west bank of the Potomac 29 miles to Quantico, the junction 
with the Richmond, Fredericksburg & Potomac Railroad, 81 
miles from Richmond. Opened in connection with the Balti- 
more & Potomac July 2. 

Fredericksburg, Orange & Charlottesville.—Track laid from 
Fredericksburg westward 18 miles. 

Richmond, Fredericksburg & Potomac.—Of the Quantico 
Extension (which extends from Brooke’s, 9 miles below Fred- 
ericksburg, northward 11.53 miles to the Potomac at Quantico) 
track was laid on 2.53 miles in 1872. 

WEST VIRGINIA. 

The extension of the Chesapeake & Ohio Raiiroad nearly to a 
completion is not simply a great event to West Virginia, but of 
importance to the country, as the road is likely to develop a 
mineral region of extraordinary value, which may in time sus- 
tain industries like those of Western Pennsylvania. 

This extension increases the mileage of the State from 485 to 
561—an addition of 16 per cent. 

Chesapeake & Ohio.—The track was extended from White 
Sulphur Springs westward and from Kanawha Falls eastward, 
in all 76 miles, and the interval of 22 miles was made very 
nearly ready for the rails. 

NORTH CAROLINA. 

The most important work in this State is that on the Atlanta 
& Richmond Air Line, which will complete a new and short 
route to Atlanta, entirely in the “ up country,” and supposed to 
be under the control of the Southern Railway Security Com- 
pany from Richmond to Atlanta. The total of 60 miles con- 
structed during the year makes a total of 1,250 miles in the 
State, an increase of 5 per cent. 

Atlanta & Richmond Air Line.—Extended from Gainesville, 
Ga. (53 miles from the western terminus of the road at Atlanta), 
eastward 23 miles. On the eastern end completed from Char- 
lotte, N. C., west by south 53 miles, to Cherokee River ; from 
Spartanburg, 8. C., completed for 6 miles eastward and 9 miles 
westward; and from Greenville, 8. C., completed for 8 miles 
westward to the Saluda River. This is a total of 99 miles of 
new track, of which 23 is in Georgia, 43 in South Carolina and 
33 in North Carolina. There remains 111 miles, on which most 
of the grading is done. 

Northwestern North Carolina.—Track leid from a junction 
with the Richmond & Danville line at Greenboro west 15 miles 
toward Salem. The grading is completed to Salem, 30 miles. 

Wilmington, Charlotte & Rutherford.—The Western Division 
extended from Cherryville west to Buffalo Creek, 7 miles. On 
the Eastern Division track is laid from Lisleville to Wadesboro, 
5 miles, making 12 miles of new track. 

SOUTH CAROLINA. 

Besides the line described below, track has been laid in this 
State in three different places on the Atlanta & Richmond Air 
Line, to the aggregate amount of 43 miles, and the road-bed 
has been in large part completed across the State. The total 
of new track in the State is therefore 88 miles, which is an ad- 
dition to the mileage of the State of 74 per cent., making it 
1,289 miles. Both of the new roads are of considerable impor- 
tance, the Port Royal road connecting the railroads centering 
at Augusta with a better harbor than either Charleston or Sa- 
yannah, and also affording an alternative route to both of those 
cities, and the Atlanta & Richmond Air Line crossing the en- 
tire upper part of the State and affording it the most direct 
outlet to the North. Both probably will be completed during 
the current year. 

Port Royal.—Extended northwestward 45 miles to Penn 
Branch, 84 miles from Port Royal. In Georgia the track is 
laid from Augusta to the Savannah River crossing, 3 miles. 
The road-bed is ready for the intervening distance of 24 miles. 

GEORGIA. 

Besides the line given below, the Atlanta & Richmond Air 
Line, described under the head of North Carolina, completed 
28 miles of an extension of its road from Gainesville eastward 
in this State in 1872, and 3 miles of the Port Royal’s new mileage 
is in Georgia. The total of newroad is therefore 46 miles, 
which is an increase of 21-5 per cent. There has been a great 
deal of talk of new railroads, and some grading has been done 
on several lines, but the work altogether is light, and some en- 
terprises begun the previous year have made ne progress. The 
total length of the road in the State was 2,154 miles at the close 
of the year. - 

North & South of Georgia.—Track was laid on this narrow- 
gauge railroad (8-feet) from Columbus north 20 miles to 
Kingsboro, and so much of the line is opened for business. The 

company has forty miles more of the line graded. 
. FLORIDA. 

Very little work has been done in this State. A contract was 
let the previous year for continuing the Jacksonville, Pensac ola 
& Mobile road to Pensacola, but the road has fallen into the 
hands of receivers and there seems no present probability of 
the carrying out of the contract. Some surveying was done on 
a line from the Florida Railroad about the middle of the Penin- 
Bula to Ocala, but no or little other work waa done on it. 


The extension of 10 miles makes the total length of the Florida 
railroads 476 miles, an increase of 2] per cent. for the year. 

Jacksonville, Pensacola & Mobile.—Extended westward 8 
mfles to the Chattahoochee River. 

Pensacola & Perdido.—Extended from‘Bayou Chico eastward 
to Pensacola, 2} miles, making the line 8} mileslong. The line 
connects Pensacola and Perdido bays, and was constructed to 
carry lumber from mills on the line. It is reported to have 
cost only $150,000—$17,647 per mile. 

; ALABAMA. 

We report new track completed on four railroads in this State, 
making a total increase of 134} miles ofroad, and bring up the 
mileage of the State to 1,805 miles, the increase for the year 
being 8} per cent. An important lite completed is the Ala- 
bama South & North, which is worked by the Louisville & 
Nashville as a section of a long and very direct line from Louis- 
ville to Montgomery. The other roads enumerated are not yet 
completed. 

Alabama South & North.—Extended from its junction with 
the Alabama & Chattannoga Railroad at Birmingham (107 miles 
north of Montgomery) north 76 miles to a junction with the 
Memphis & Charleston and Nashville & Decatur roads at De- 
catur. It is leased and worked in connection with the latter 
road by the Louisville & Nashviile Company. 

Mobile & Alabama Grand Trunk.—Extended northward 363 


miles to Bigbee Bridge (on the Tombigbee River), making the 


entire road owned by the company 563 miles. It uses 2 miles 
of the Mobile & Ohio track out of Mobile, and has j of a mile of 
temporary track to form a connection with it. It is intended to 
extend the road 176 miles further north. 

Mobile & Northwesiern.—Track was laid for two miles out of 
Mobile, and the grading nearly completed for 18 miles further 
northwest, and also from the northwestern terminus at Dowd’s 
Landing, on the Mississippi opposite Helena, southeast 30 
miles through Coahoma County, Miss. 

Savannah & Memphis.—Extended 10 miles from Dadeville 
northwest to Sturdevant’s, 40 miles northwest of its junction 
with the Montgomery & Columbus iine of the Western Rail- 
roqd. 

MISSISSIPPI. 

Thore is an enormous number of projected roads in this 
State, and more or less grading has been done on five or six of 
them during the year. The one new one on which track was 
laid makes the mileage of the State 1,012, and adds 24 per cent. 
to it. 

Ship Island, Ripley & Kentucky.—Completed from Ripley, 
Tippah County, northward 25} miles to a junction with the 
Memphis & Charicston Railroad at Middleton, Tenn., four miles 
of the road beiny in Tennessee. 

LOUISIANA. 

This State has but a short story to tell. It has, however, a 
reasonable probability of completing a road to Texas this year 
or next—the most important work possible for the State—and 
the construction of the Texas Pacific may encourage the exten- 
sion of the Vicksburg & Shreveport road from Monroe to 
Shreveport. The mileage at the end of the year is given as 
542 miles. 

New Orleans, Mobile & Texas.—Track laid for 3 miles west 
of Donaldsonvilie on the Louisiana Division. A good deal of 
work has been done on the grading beyond Donaldsonville. 

TEXAS. j 

Perhaps no State in the country has had under construction 
during the year so many important railroads, and, indeed, the 
aggregate completed during the year (390 miles) was ex- 
ceeded in only a few States. Four of the seven lines are 
likely to become important routes. The Houston & Toxas 
Central, with the Missouri, Kansas & Texas (which has 8 miles 
of road in Texas, described under the head of Indian Terri- 
tory), will soon complete what the State has never before had, 
railroad communication with the rest of the country, and it 
with the Houston & Great Northern and the International give 
a large and important part of the State ay outlet either to the 
Gulf or to the north, while the International, when completed 
to a connection with the Cairo & Fulton, will add an eastern 
outlet. Not less important than any of these will be the Texas 
& Pacific and the Transcontinental, of which about 500 miles 
is under contract, which will afford an eastern outlet to an 
immense area of fertile country in North Texas. The increase 
is 43} per cent., and makes the total length of the Texas rail- 
roads 1,255 miles. A large increase may reasonably be looked 
for next year, the country beiag as yet not in the least crowded 
with railroads, and offering in many parts attractions which 
are sure eventually to give it a large population and a heavy 
traffic. 

Houston & Great Northern.—Extended from Phelps (now 
Waverly), 61 miles north of Houston, northward 91 miles to the 
junction with the International Railroad at Palestine. The 
Huntsville Branch was completed from the junction with the 
main line at Phelps Junction (formerly Walker), northwest 7 
miles to Huntsville. This road and the International are con- 
solidated under one management. 

Houston & Texas Central.—Extended from Corsicana north 102 
miles to Van Alstine, and road-bed very nearly completed thence 
north 25 miles toa connection with the Missouri, Kansas & 
‘Texas at Denison. 

International.—Extended from Jouitt (55 miles northeast of 
the Brazos River) northeast 102 miles to Overton, leaving but 
22 miles to complete it to its junction with the Texas & Pacific 
at Longview. 

Rio Grande.—Track was laid in August from Brazos Santi- 
ago, 6 miles towards Brownsville. . 

Gulf, West Texas & Pacific.—Extended from Victoria north- 
west to Cuero, 30 miles. 

Waco & Northwestern.—This branch of the Houston & Texas 
Central was completed from Bremond, the junction, northwest 
44 miles to Waco. 

INDIAN TERRITORY. 





This territory not being open to white settlers the extension 





of a railroad entirely across it from north to south is important 
rather as opening a route from Texas tothe North than for the 
eftect it is likely to have on the territory, unless, indeed, it should 
cause the territory to be opened for settlement, in which case, 
doubtless, it would be peopled with wonderful rapidity, as it 
has a fertile soil anda fine climate and a population on its bor- 
ders ready to go in and occupy the land as soon as permission 
is given. 

The mileage of this territory is now 272 miles. 

Missouri, Kansas & Texas.—The track was extended from 
Muscogee, near Canadian River (276 miles from the northeastern 
terminus at Sedalia and 465 miles from St. Louis), southwest- 
ward 157 miles to Denison, Texas, 8 miles being in Texas. This 
gives Texas its first railroad connection with the North. The 
company has completed the grading of an extension from Se- 
dalia northeast by way of Boonville to Moberly, Mo., 72 miles. 

ARKANSAS. 

This State seems to have taken a new departure in railroad 
construction, for though we report new road on only two lines, 
and this a total of but 156 miles, this is a large addition ina 
State which had but 258 miles before, the increase being 60 per 
cent. Moreover, one of these lines is of great importance, giv- 
ing the State its first railroad connection with the North. The 
Cairo & Fulton road is also under full headway across the 
southern half of the State, and is likely before the end of the 
year to complete a line diagonally across the State from north- 
east to southwest, bringing the State fairly into the world for 
the first time, and causing a considerable traffic and travel to 
pass through it. The other railroad is the longest 3-feet 
gauge road in the United States, except the Denver & Rio 
Grande. 

Arkansas Central.—Track laid from the Mississippi at Helena 
west by north 48 miles to the crossing of the White River at 
Clarendon. It is of 3-feet gauge. 

Cairo & Fulton.—Extended from Prospect Bluff (52 miles 
northeast of Little Rock) northeast 108 miles to Moark, on the 
line between Missouri and Arkansas, where it joins the Arkan- 
sas Branch of the St. Louis & Iron Mountain Railroad. The 
last rail was laid January 1. 

TENNESSEE. 

Besides the road given below, 4 miles of the Ship Island, 
Ripley & Kentucky road,(of 3-feet gauge) , described under the 
head of Mississippi, is in this State. This increase of 15 miles 
in mileage makes the length of railroad in the State 1,535 
miles, the increase beiag about 1 per cent. There has been 
some grading done on three or four other lines. 

Paducah & Memphis.—Extended from Troy southwestward 
11 miles, making the road 74 miles long from Paducah south- 
westward. There remains 91 miles to be completed to finish 
the road to Memphis, 

KENTUCKY. * 

This State, for one so rich, has been very slow to construct 
railroads, but in 1872 it showed unusual activity in this direc- 
tion, five companies having completed 143 miles of road, which 
is an increase of 12} per cent., and makes the total length in 
the State 1,266 miles. Of the new lines the Elizabethtown & 
Paducah and the Elizabethtown, Lexington, & Big 
Sandy (when completed) will form an east-and-west line en- 
tirely across the State in the direction of its greatest length, 
touching the Ohio at its two extremities, but for the most part 
being eo far south of that stream as not to meet its compe- 
tition, and forming the only east-and-west line in the State. 

Elizabethtown & Paducah.—Extended from its junction with 
the St. Louis & Southeastern Railway at Nortonville westward 
75 miles to Paducah, completing the line, which is 227 miles 
long. 

Elizabeth, Lexinuglon & Big Sandy.—Completed from the 
junction with the Louisville, Cincinnati & Lexington road at 
Lexington east to Mount Sterling, 34 miles. 

Louisville, Harrodsburg & Westport.—This road, of 3-feet 
gauge, was completed from Louisville up the south bank of the 
Ohio River a distance of 5 miles. 

Maysville & Lexington.—Extended from Carlisle southwest to 
Paris, on the Kentucky Central, 15 miles. 

Owensboro & Russellville.—Extended from Livermore south 
14 miles to a junction with the Elizabethtown & Paducah Rail- 
road 99 miles east of Paducah, completing the line for 35 miles 
south of Owensboro. The company has 50 miles more graded. 

OHIO. 

This State has shown unusual activity in construction, the 
length of the lines completed being nearly three times as great 
as the mileage completed in 1871. The total for 1872 is 456} 
miles, which is an increase of 124 per cent., and makes the 
total longth of railroad in the State 4,196 miles. The number 
of lines on which new roads was constructed is twelve. No 
less than four of these are in the northeast corner of the State, 
and are intended chiefly for carrying coal and ore, iron man- 
ufacturing having become a leading industry in that part of 
the State. For ordinary traffic the new line from Cincinnati 
north to Dayton, and that from Mansfield to Toledo, are 
among the most important. The improvements on the Lake 
Shore & Michigan Southern during the year, aside from its 
new line, were equivalent in cost and the addition 
they make to facilities for transportation, probably to the 
longest of those lines. 

There has been an enormous mumber of projects brought 
forward in the State during the year, owing chiefly, no doubt, 
to the “Boesellaw” passed by the Legislature a year ago, 
which authorizes the subsidizing of new roads by towns and 
counties. Not many of these new enterprises have as yet any 
track completed, but more or less grading has been done in 
many parts of the State, and especially in the southern part, 
where there are districts not very much crowded by railroads. 

Ashtabula, Youngstown & Pitisburgh.—Completed from its 
junction with the Youngstown Branch of the Pittsburgh, Fort 
Wayne & Chicago Railway at Youngstown northward 62 miles 
to Lake Erie at the harbor of Ashtabula. ‘. 

Cleveland, Columbus, Cincinnati & Indianapolis,—The track 
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was laid early in the year by the Cincinnati & Springfield Com- 
pany from the junction with the Marietta & Ohio 74 miles 
above Cincinnati northward 664 miles to Dayton. This is leased 
and worked by this company as its Cincinnati Division. It 
was opened for traffic July 1. 

Geveland, Mount Vernon & Delaware.—Extended trom Mil- 
lersburg southwest 53 miles toa point 14 miles west of Mount 
Vernon. 

Lake Erie & Louisville.—Extended from Findlay southwest 
31 miles to a junction with the Pittsburgh, Fort Wayne & Chi- 
cago Railway at Lima. The road-bed was all ready and the 
material for the track all on hand, at the close of the year, for 
20 miles more of road, from Lima southwest to St. Mary’s. 

Lake Shore & Michigan Southern.—The North Line was ex- 
tended from Sandusky to Oak Harbor, 24.7 miles. The Ashia- 
bula & Jamesiown Branch was completed from Ashtabula to 
Jamestown, Pa., 36.09 miles. About 7 miles of the latter is in 
Pennsylvania. Both of these lines were completed ready for 
the rails in 1871. ‘ 

Lake Shore & Tuscarawas Valley.—Extended from Grafton, 
where it crosses the Cleveland, Columbus, Cincinnati & Indi- 
anapolis Railroad, northwestward 15} miles to Lake Erie at tho 
mouth of Black River ; and from Silver Creek (the terminus last 
year, 354 miles southwest from Grafton) southeastward 49} 
miles to its terminus at Uhrichsville, on the Pittsburgh, Cin- 
cinnati & St. Louis Railway, 93 miles west of Pittsburgh. Be- 
sides, the Silver Creek Coal Branch, 1} miles long, was com- 
pleted within the year, making 66 miles in all. 

‘Mahoning Coal Road.—Track laid from Youngstown north 6 
miles towards Ashtabula. 

Mansfield, Coldwater & Lake Michigan.—Track laid from its 
junction with the Pittsburgh, Fort Wayne & Chicago Railway, 
northwest 443 miles to Tiffin. It leases and works also the To- 
ledo, Tiffin & Eastern road, 39.6 miles. 

Mariella & Pittsburgh.—Extended from Caldwell north 22 
miles to a junction with the Central Ohio Division of the Balti- 
more & Ohio at Cambridge, 57 miles from Marietta. 

Newark, Somerset & Straitsville—Completed by an extension 
southward 12 miles to Shawnee, 43 miles from Newark. The 
road is leased and worked by the Baltimore & Ohio Company 
as the Straitsville Division. 

Toledo, Tiffin & Eastern.—Completed from Toledo southeast 
39.6 miles to Tiffin, where it joins the Manstield, Coldwater & 
Lake Michigan Company, with whose road it forms a line 84 
miles long from Toledo to Mansfield, extending the Pennsy!l- 
vania Company’s lines to Toledo. 

MICHIGAN. 

This State has had a very large addition to its railroads, 
amvusting in the aggregate to 571 miles, an increase of 25} 
per cent., making the total in the State 2,806 miles. There are 
no less than sixteen different lines on which track has been 
laid. Of these eight were constructed in the northern part of 
the State in a heavily timbered country, which are expected to 
find employment chiefly, for some time to come, in transport- 
ing lumber and timber. It is but recently that railroads have 
been largely used for this purpose in the Michigan lumber 
regions, but they seem to have been unexpectedly successful. 
Two of the longest of these lines have land grants, as has one 
constructed in the Northern Peninsula, which, by the way, 
has nearly doubled its mileage during the year; and, by tho 
completion of the Chicago & Northwestern’s line to Escanaba, 
is brought into communication with the world in winter as 
well as summer. 

Chicago & Canada Southern.—Track was laid from the Detroit 
River at Trenton, opposite Amherstburg, Ont., southwestward 
25 miles. Sixty miles more of the line is graded. 

Chicago & Michigan Lake Shore.—Extended northward 24 
miles to Pentwater. Big Rapids Branch completed from Mus- 
kegon northeastward 55 miles to a junction with the Grand 
Rapids & Indiana Railroad at Big Rapids. Grand Rapids 
Branch extended by a route of its own into Grand Rapids, 3 
miles. The company informs usa “few days only” of work 
were to be Jone at the close of the year to complete the Big 
Rapids Branch. The company now has 250 mules of road. 
WChicago & Northwestern.—The Menomonee Extension was 
completed by the extension from Menomonee, Mich., north by 
east 65 miles to Escanaba, Mich., uniting the Wisconsin with 
the Peninsula Division. 

Detroit & Bay City.—Completed and in the latter part of the 
year opened for business from Detroit north by west 60 miles to 
a junction with the Port Huron & Lake Michigan Railroad at 
Lapeer. 

Detroit, Lansing & Lake Michigan.—The Ionia & Stanton 
Branch was completed from Ionia northward 164 miles by the 
Tonia, Stanton & Northern Company at the close of the year, 
and leased to the Detroit, Lansing & Lake Michigan Company, 
and the road-bed was ready for 54 miles further, to Stanton, 
and the rails on hand. 

Flint & Pere Marquette—Flint River Branch. -Completed 
from the junction with the main line at a point between Flint 
and Mount Morris northeastward 15 miles to Otter Lake. 

Grand Rapids & Indiana.—Extended from Clam Lake north 
to s point 16 miles north of Fyfe Lake, 42 miles. Traverse City 
Branch completed from junction wlth the main line to Tra- 
verse City, 20 miles, making 62 miles in all. 

Grand Rapids, Newaygo & Lake Shore.—Completed from 
Grand Rapids north by west to Newaygo, 36 miles. 

Lake Shore & Michigan Southern.—The Lansing Division 
(constructed by the Northern Central Railroad Company of 
Michigan) was cxtended from Homer northward 46 miles to 
Lansing, Mich. 

Mansfield, Coldwater & Lake Michig Extended from 
Monteith (its junction with the Grand Rapids and Indiana 
Railroad) southeastward 3 miles. It has besides 13 miles of 
track in Michigsn, from Monteith west to Allegan, which is at 
present worked by the Michigan Lake Shore Company. 

Marquette, Houghton & Onlonag Extended from Cham- 
pion northwest to L’. , on Keweenaw Bay, 324 miles. 











Michigan Central.—_The Jackson, Lansing & Saginaw Divi- 
sion was extended from Wells, Mich., north by west 72 miles to 
@ point on Otsego Lake. 

Saginaw Valley & St. Louis.—Completed from East Saginaw 
west to St. Louis, 34 miles. e 

Toledo, Canada Southern & Detroit.—Track laid from Toledo 
northeastward 20 miles. The grading is completed to Trenton, 
opposite Amherstburg. 

INDIANA. 


No very large amount of railroad was constructed in this 
State in 1872, and none of the lines are of considerable length. 
The Logansport, Crawfordsville & Southwestern was completed, 
as was the Cincinnati, Lafayette & Chicago, and the Detroit, 
Eel River & Illinois. Besides the seven lines named below, 8 
miles of the Cairo & Vincennes, which is reckoned with the 
Illinois railroads, is in Indiana. Some lines of importance are 
under construction in the State, such as the Louisville, New 
Albany & St. Louis Air-Line, the Cincinnati & Terre Haute, and 
the extension of Fountain County Branch of the Chicago, Dan- 
ville & Vincennes, and there are several companies which intend 
to construct considerable liner in or across the State during the 
current year. 

The total length of line completed during the year was 183 
miles, which is an increase of 5} per cent., making 3,712 miles 
of railroad in ile State at the close of the year. 

Chicago, Danville & Vincennes. —The Fountain County Branch 
was completed from the main line at Bismark Junction (10 
miles north of Danville) southeast to a point within 3 miles of 
the Wabash River, 10 miles, about four of which is in Indiana. 
Also from the Wabash River-southeastward about two miles to 
the Indianapoiis, Bloomington & Western Railway at Coving- 
ton, and thence due south, on road-bed graded in 1871, down 
the west bank of the Wabash to Snoddy’s Mills, 10 miles. Also, 
on what may Jorm a part of the same branch, from a junction 
with the Evansville, terre Haute & Chicago Railroad at Monte- 
zuma, Ind. (30 miles from Danville and about 15 miles south of 
Snoddy’s Mills,) southeastward 2 miles. In all there is 24 miles 
of new track, 18 of which is in Indiana. The road-bed has been 
graded ou the last named line from Montezuma southeast to 
Kuight’s Switch, within about two miles of Brazil, Ind., about 
25 miles, and the road-bed is ready for the rails on the gap of 
three miles between the two sections of track on the other 
branch. 

Cincinnati, Lafayette & Chicago.—Completed and opened for 
business in May from its junction with the Lafayette & Bloom- 
ington Branch of the Toledo, Wabash & Western Railway at 
Templeton, Ind., 18 miles west of Lafayette, northwest 46 
miles to its junction with the Chicago, Danville & Vincennes 
Railroad at St. Anne; and extended during August from St. 
Anne northwest 11 miles to Kankakee, Ill. Twenty-eight 
miles of this line are in Indiana. The rails were laid on the 
section from St. Anne to the Indiana line, 18 miles, in 1871. 


Cincinnati & Terre Haute.—Completed from Terre Haute 
southwestward 27 miles to Middlebury. Thence to Bessemer, 
18 miles, the road-bed is graded. 

Cincinnati, Wabash & Michigan.—Extended from Manchester 
south to Wabash on the Toledo, Wabash & Western road, 12 
miles. 

Detroit, Eel River & Illinois.—Extended from Roann south- 
west through Denver to Logansport, 27 miles. 

Indiana North & South.—Track laid from its junction with 
the Toledo, Wabash & Western Railway at Attica (21 miles 
southwest of Lafayette), due south 15 miles toa junction with 
the Indianapolis, Bloomington & Western at Veeder’s. 

Logansport, Crawfordsville & Soulhwestern.—Completed by 
the extension from j<ilmore northward 32 miles to Logansport. 

Peninswar.—Track is reported to have been laid from South 
Bend westward about 16 miles toward Valparaiso. 

ILLINOIS. 


Illinois again easily takes the lead for the year, having new 
roads buili for twenty companies and twenty-two different lines, 
with a total of 686}° miles of line. This increases the total 
amount in the State by 113 per cent., making it 6,590 miles, 
which gives a mile of railroad for 8.4 square miles of area—a 
proportion unequaled we believe in any country whose indus- 
try is chiefly agricultural, About 850 miles was completed in 
this State in 1871; but, considering how well the State is 
provided with railroads, the increase is very large. The 
longest line is the Cairo & Vincennes, which was 
begun as well as completed in 1872, though 
some grading had been done on it afew years ago. Most of 
the other work was done in the way of completing roads. The 
Western Extension of the Indianapolis, Bloomington & Western 
is, however, altogether new, as is the Chicago & Pacific and the 
Chicago line of the Milwaukee & St. Paul, and some other lines. 
It is worth noticing that about three-fourths of the new road 
is in the southern half of the State (if we include the Western 
Extension of the Indianapolis, Bloomingion & Western, which 
is just about on the dividing line). That part of the State un- 
til recently was very poorly provided with railroads, but very 
few parts of it now are more than two or three hours’ ride from 
a station. 

Besides the lines described below, 6 miles of the new branch 
of the Chicago, Danville & Vincennes, given under Indiana, is 
in Illinois. 

Belleville & C’Fallon.—Completed from Belleville northeast 6 
miles to a junction with the Ohio & Mississippi Railroad at 
OFallon. It is worked by the St. Louis & Southeastern. 

Cairo & St. Louis.—This road, of 3-feet gauge, was extended 
from its intersection with a branch of the Vandalia line 3 miles 
above East Carondelet and 4 miles below East St. Louis, east 
by south 27 miles toa point 8 miles below Waterloo, The road- 
bed is ready for the rails 115 miles further, leaving 10 miles of 
grading to be done. 

Cairo & Vincennes.—Completed from Cairo northeast 157 
miles to a connection with the Indianapolis & Vincennes and 





Ohio & Mississippi roads at Vincennes, Ind. Eight miles uf 





the road is in Indiana. The road was opened about Decem- 
ber 1. 

Chicago & Illinois Southern.—This road (formerly the Deca- 
tur, Sullivan & Mattoon) was extended from its last year’s ter- 
minus at Marrowbone northwest 11 miles to Mount Zion, the 
junction with the joint track of it and the Paris & Decatur, on 
which its trains run to Decatur. The total length of the line 
from Mattoon to Mount Zion is 33 miles, and to Decatur 41 
miles. F 

Chicago & Northwestern.—The Batavia Branch was com- 
pleted from Geneva, 36 miles west of Chicago, south 3 miles to 
Batavia. Extension of this company’s lines amounting to 594 
miles in Wisconsin, 8 miles in Iowa and 65 miles in Michigan 
are noted in the records for those States. 

Chicago & Pac:fic.—Completed from Chicago west by north 
15 miles, and mostly graded, thence to Elgin 20 miles further. 

Chicago & Paducah.—Track extended from Bement, IIl., 
northward 7 miles to Monticello, making this section of the 
line (Windsor to Monticello) 42 miles long. Beginning at Fair- 
bury, 52 miles north of Monticello (the intervening distance 
being ready for the rails), is another section 33 miles long north- 
west to Streator, which was completed in 1871. 

Chicago, Burlington & Quincy.—The Mendota & Clinton 
Branch was extended from Prophetstown northwestward to 
East Clinton, on the Mississippi opposite Clinton, Iowa, 20 
miles, making it 65 miles leng from Mendota. The Chicago & 
Rock River Railroad, in which this company has a controlling 
interest, was extended from Amboy east by north 25 miles to a 
junction with the Chicago & Iowa Railroad at Shabbora, com- 
pleting a line 45 miles long from Rock Falls 1o Shabbona. 

Chicago, Pekin & Southwesiern.—Completed by the extension 
from Groveland northeast to Washington Junction, 13 miles, 
and from Eureka Junction northeast to Streator, 374 miles, a 
total of 50} miles. These sections are connected by the Toledo, 
Peoria & Warsaw Railway, between Eureka Junction and Wash- 
ington Junction, 6 miles, and the entire road was about ready 
to be opened at the close of the year from Streator southwest 
to Pekin, 64.6 miles. 

East Sl, Louis, Cahokia & Falling Springs.—Completed and 
formally opened, September 26, from East St. Louis south to 
Cahokia, and from Cahokia southeast to Falling Springs, with 
a branch from Cahokia westward to the Mississippi opposite 
Carondelet, in all 11} miles. It is worked, we believe, by the 
Vandalia Line. 

Indiana & Illinois Central.—The track was laid from east to 
west entirely across Douglas County, a distance of 30 miles, and 
the road-bed was completed, or very nearly so, east of this sec- 
tion to Montezuma, Ind., and west to Decatur, Ill., in all 55 
miles, and the iron for it purchased and mostly received. 

Indianapolis, Bloomington & Western.—What is called the 
Western Exlension was completed from its junction with the 
leased Monticello Railroad at White Heath (13 miles west of 
its junction with the main at Urbana) a little north of west 92 
miles to the Illinois River at Havana. The Monticello Railroad, 
leased by this company, was completed from Urbana south- 
westward 20 miles to Monticello, on a road-bed graded some 
years ago. 

Lafayelte, Bloomington & Mississippi.i—Completed by the 
laying of 25 miles of track from the Indiana line westward. 
The line extends from Bloomington east to the Indiana line; 
there is continued by the Lafayette, Muncie & Bloomington 
Railroad to Lafayette, 116 miles from Bloomington, and the 
whole line is leased and worked by the Toledo, Wabash & 
Western as its Bloomington Division. 

Louisvilie, New Albany & St. Louis.—Extended from Mount 
Carmel west to Albion, 174 miles. 

Paris & Danviile-—Completed from Paris (the intersection 
of the Indianapolis & St. Louis and Paris & Decaturroads) 
north 37 miles to Danville, to a connection with the Chicago, 
Danville & Vincennes, the Toledo, Wabash & Western, the In- 
dianapolis, Bloomington & Western, and the Evansville, Terre 
Haute & Chicago. A considerable amount of grading has been 
done for an extension of the line from Paris southward toward 
Vincennes. 

Paris & Decatur.—Extended from Oakland (15 miles west of 
Paris) west by north 51 miles to a junction with the Illinois 
Central Railroad two miles south of Decatur, on which road its 
trains enter Decatur. The 6 miles between Mount Zion and 
the Illinois Central junction are used and, we believe, owned by 
it in common with the Chicago & Illinois Southern Company. 

Milwaukee & St. Paul.—The track has been laid on the new 
line from Milwaukee to Chicago, about 90 miles, the last rail 
being laid November 25. Ofthis line 39 miles is in Wisconsin 
and 51 in Illinois. 

Peoria & Springfield.—Completed from Peoria across the 
Illinois River and south down its east bank to Pekin, about 10 
miles. 

Springfield & Iinois Southeastern.—Completed by the laying 
of track from the junction with the Vandalia Line at Altamont 
northwest 26 miles to a junction with the Indianapolis & St. 
Louis road at Tower Hill, over which road thence west 6} 
miles to Pana its trains move to the northern division of the 
road, 

WISCONSIN. 

In Wisconsin there was completed during the year 459} miles 
of new road, and 10} was taken up and abandoned, so the addi- 
tion is 48 miles, which is an increase of 26 per cent. and makes 
the total of the State 2,173 miles. Few States have made rela- 
tively so rapid progress, and some of the lines are important 
either by reason of their length or their relations to traffic, such 
as the Chicago line of the Milwaukee & St. Paul, which will 


afford the immense system of that company an outlet to Chi- ~ 


cago and the East under its own control; the Wisconsin Cen- 
tral, opening a vast and hitherto inaccessible territory in the 
north part of the State ; the Madison Extension of the Chicago 
& Northwestern, which gives a new route between Chicago & 
St. Paul, and in a measure makes that company independent of 
he Milwaukee & St. Paul, as the latter company by its new 
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Chicago line has been made independent of the Chicago & 
Northwestern. So the Green Bay & Lake Pepin line nearly 
completes a road across the center of the State, and the Mil- 
waukee & Northern and the Milwaukee, Lake Shore & Western 
give ready access to a district which hitherto has been pretty 
well “in the woods” in more senses than one. 

Appleton & New London.—Completed from Manitowoc to Ap- 
pleton by the laying of 19} miles of track from Appleton east- 
ward. The road has been ‘consolidated with the Milwaukee, 
Lake Shore & Western, which is leased by the Wisconsin Cen- 
tral Company. 

Chicago & Northwestern.—The Madison Extension was ex- 
tended from Reedsburg northwest 21 miles to Elroy, and 
opened for business, and four ‘miles of track was laid beyond 
Elroy ; on the western end of the same line track was laid for 
26 miles eastward from Trempealeau Junction, making 51 miles 
laid in the year and leaving 23 miles intervening, on which 
track is yet to be laid. Onthe Northwestern Union Railroad, 
which is being built for this company, track was laid from Mil- 
waukee northward 5 miles and from Fond du Lac southeast- 
ward 3} miles—8} in all—leaving 59} miles to be completed. 

Green Bay & Lake Pepin.—Extended from New London 
westward 101 miles to a junction with the West Wisconsin at 
Merillon. 

Milwaukee & Northern.—Extended from a point 10 miles 
south of Plymouth north to Menasha Junction, 41 miles, mak- 
ing the line 83 miles long from Milwaukee north. The Menasha 
Branch has been completed from Menasha Junction to Mena- 
sha, 16 miles, making in all 57 miles of track. 

Milwaukee, Lake Shore & Western.—Track laid from Sheboy- 
gan south to the city limits of Milwaukee, 50 miles. The road 
enters Milwaukee on the track of the Northwestern Union Rail- 
road. A large partof the grading is done from Sheboygan 
north to Manitowoc, where connection will be madewith the 
completed line to Appleton. The whole will be leased and 
worked by the Wisconsin Central, completing that road to Mil- 
waukee. 

Sheboygan & Fond du Lac.—Extended from Fond du Lac 
west to Princeton, 35 miles, making the line 78 miles long, from 
Sheboygan westward. 

West Wisconsin.—A new line was constructed from Warren’s 
Mills, 10}-miles north of the late southern terminus at Tomah, 
southeast $2.1 miles to a connection with the Madison Exten- 
sion of the Chicago & Northwestern at Elroy. The track 
from Warren’s Mills to Tomah has been taken up, 80 the com- 
pany’s line has been increased by 21.6 miles. 

Wisconsin Central.—Extended from Stevens’ Point north- 
westward 53 miles to Salem, and from Menasha 6 miles to 
Appleton, completing its lines for 122 miles from Appleton. 
From the northern terminus at Asbland, on Lake Superior, 
the track was laid southward 7 miles. The company has 
leased ths Milwaukee, Lake Shore & Western Railroad, whose 
work during the year is noticed under its name. 

MINNESOTA. ; 

In this State 307 miles of new railroad was completed on six 
different lines, there being in the State, besides the lines enu- 
merated below, 11 miles of the Sioux City & St. Paul and 26 of 
the Chicago, Dubuque & Minuesota, which are classed with the 
new Iowa railroads. It is noticeable that no less than five of 
these extensions complete lines, unless, indeéd, there may re- 
main a little of the Winona & St. Peter Railroad on which track 
is to be laid. This is the longest line completed, and the road 
is indeed now, we believe, the longest railroad in the State. 


The extension is across the western half of Minnesota through ‘ 


a country now very thinly peopled, but said to be very fertile, 
and capable of producing vast amounts of wheat. The Chicago, 
Dubuque & Minnesota and the River Division of the Milwaukee 
& St. Paul complete a line along the Mississippi (on the west 
bank, except for a few miles) from St. Paul to Clinton, Iowa. 
The St. Vincent Extension of the St. Paul & Pacific for nearly 
the entire district is said to pass through a country capable of 
producing large crops of wheat, which is the one great staple 
of traffic in Minnesota. 

Hastings & Dakota.—Extended from Carver west to Glencoe, 
29 miles, completing a line 77 miles long from Hastings west- 
wari. The road is leased and worked by the Milwaukee & St. 
Paul Company. 

Milwaukee & St. Paul.—The River Division was extended 
from Winona southwest along the Mississippi River to La Cres- 
cent, opposite La Crosse, Wis., 29 miles. 

St. Paw & Pacific.—Track was laid on the St. Vincent Ex- 
tension from St. Cloud west by north to Melrose, 33 miles, and 
also from Glyndon (on the Northern- Pacific, 10 miles east of 
Red River) north down the valley of the Red River to Red Lake 
River, 64 miles, making 97 miles in ali. 

Winona & St. Peter.—Extended from New Ulm west by north 
115 miles, completing the line nearly entirely across the State 
from Winona. 

IOWA. 


Besides the twelve lines named below, 12 miles of the Missouri, 
Iowa & Nebraska (given under Missouri) and 7 of the Dakota 
Southern (given under Dakota) are in Iowa. The total of new 
railroad is 4513 miles, which is an increase of 14} per cent., and 
makes a total of 3,611 milesin the State. None of the roads is 
very long, but the Chicago, Cl nton & Dubuque with the Chi- 
cago, Dubuque & Minnesota forms a complete river line nearly 
across the State; the Burlington & Southwestern and the Mis- 
souri, Iowa & Nebraska are the beginnings of long lines, as 
indeed some others may be. 

Brownsville & Nodaway Valley.—Oompleted from Villisca on 
the Burlington & Missouri River road south to Clarinda, 15 
miles. The road is operated by the Burlington & Missouri 
River Company as a branch of their road. 

Burlington & Missouri River.—The Chariton Branch ex- 
tended from Garden Grove southwest to Leon, 10 miles. 

Burlington, Cedar Rapids & Minnesota,—This company laid 
track on the Milwaukee Division from its northern terminus at 
Postville, where it forms a junction with the Milwaukee & St. 





Paul Railway, southwestward 29 miles to its intersection of the 
Davenport & St. Paul Railroad, and from its junction with the 
main line at Linn (106 miles from Burlington) northward 19 
miles to Center Point, in all 48 miles. On the Pacific Division 
track was laid from Vinton (125 miles from Burlington) west- 
ward 16 miles to Dysart. The company has leased the Musca- 
tine Western Railroad, which was completed during the year 
from the Mississippi at Muscatine west 29 miles to the Iows 
River. This is a total of 93 miles of new road. The road-bed 
has been completed during the year on the Milwaukee Division 
between the two sections of track, 52 miles; and on the Pacific 
Division from Dysart west. 

Burlington & Southwestern.—Extended from Moulton south- 
westward 15 miles to Cincinnati, 115 miles from Burlington. 

Chicago, Clinton & Dubuque.—Extended from Gordon’s Ferry 
(14 miles below Dubuque) down the west bank of the Missis- 
sippi in a southeasterly direction to Sabula Junction, 29 miles, 
and from Elk River, 5 miles below Sabula Junction, southward 
4 miles toa junction with the Iowa Midland at Sibyl, the en- 
tire new track being 33 miles. Trains run through between 
Dubuque and Clinton, 60 miles, using 5 miles of the Sabula, 
Ackley & Dakota and 8 of the Iowa Midland track. 

Chicago, Dubuque & Minnesota.—Completed by its extension 
from a point 60 miles above Dubuque northward up the west 
bank of the Mississippi 583 miles to La Crescent, Minn., mak- 
ing a line 1183 miles long from Dubuque to La Crescent. The 
Turkey River Branch was completed from its junction with 
the main line at Turkey River (28 miles above Dubuque) west- 
ward 16 miles to Elkport, and is graded 46 miles further, to 
the west line of Fayette County. Of the main line, 26 miles is 
in Minnesota. 

Chicago & Northwestern.—The Tipton Branch was completed 
from the Iowa Division at Stanwood (52 miles west of Clinton) 
south 8 miles to Tipton. The grading was done some years 
ago. Extensions in Illinois, Wisconsin and Michigan are noted 
in the records for those States. 

Chicago, Rock Island & Pacific.—The branch line from Wash- 
ington to Sigourney, 28 miles, was completed during the year. 
The Winterset Branch was completed from the junction with 
the Des Moines and Indianola Branch, 12 miles south of Des 
Moines, west 30 miles to Winterset. 

Davenport & St. Paw.—Extended from Monticello northwest 
to Strawberry Point, 41 miles. 

Iowa Eastern.—Track was reported laid during the summer 
on this narrow-gauge railroad from McGregor southwest to 
Elkader, 20 miles. 

Sabula, Ackley & Dakota.—Extended from Oxford Junction 
(52 miles from Sabula) westward 35 miles to a junction with 
the Dubuque Southwestern Railroad at Marion. 

Sioux City & St. Pawl.—Extended from Worthington, Minn., 
southwest to a junction with the Iowa Division of the Illinois 
Central at Le Mars, 67 miles. About 11 miles of this extension 
from Worthington southwest is in Minnesota. This completes 
the road, which is 123 miles long from Le Mars northeast to St. 
James, Minn. The older St. Paul & Sioux City road completes 
it to St. Paul, 122 miles further. 


MISSOURI. 

In this State new track was laid on twelve different lines to 
the aggregate amount of 3133 miles. These were all compar- 
atively short lines, but the St. Louis & Tron Mountain extension 
completes a long line which gives access to a large territory, 
and two of the other roads are beginnings of railroads intended 
to extend entirely across the State from the Mississippi to the 
Missouri. The increase is 12j per cent., and the total length 
in the State at the close of the year 2,894 miles. 

Burlington & Southwestern—Lexington & Kansas City Divis- 
ion.—Completed from a junction with the Chillicothe & Omaha 
Branch of the St. Louis, Kansas City & Northern Railway at 
Browning northward 17 miles to Linneus. 

Chicago & Southwestern.—The Atchison Rranch was com- 
pleted from the junction with the main line, 21 miles northwest 
of Leavenworth, to Atchison, 29 miles. 

Hannibal & St. Joseph.—The Atchison Branch was completed 
during the summer from St. Joseph southwest 204 miles, down 
the east bank of the Missouri and along the track of the Kansas 
City, St. Joseph & Council Bluffs Railroad to Winthrop, opposite 
Atchison. 

Louisiana & Missouri River.—The Jefferson City Branch 
was completed from Concord, 12 miles south of the junction 
with the main line at Mexico, to Cedar City on the Missouri 
River opposite Jefferson City, 38 miles,in July. The line is 
operated by the Chicago & Alton. 

Memphis, Carthage & Northwestern.—Completed from its 
junction with the Atlantic & Pacitic Railroad at Pierce City 
(292 miles from St. Louis) northwestward 26 miles to Carthage. 

Missouri, Iowa & Nebraska.—Extended from a point 53 miles 
west of Alexandria westward to the crossing of the St. Louis, 
Kansas City & Northern at Griffin, and thence northwest to 
Centerville, 32 miles. The track was laid to Centerville, De- 
cember 31. About 12 miles is in Iowa. 

Mississippi Valley & Western.—Extended from Canton up the 
west bank of the Mississippi to Keokuk, 23 miles, completing 
the line of 40 miles from West Quincy to Keokuk. 

Pacific of Missouri.—This company, whose lines were leased 
during the year to the Atlantic « Pacific Company, completed 
early in the season the Lexington Branch from Aulville north- 
west 17} miles to Lexington, and opened it for business April 
1. The Carondelet Branch, from Kirkwood (14 miles from 8t. 
Louis) east 11} miles t» Carondelet, was completed late in the 
season and opened November 1. Elsewhere there was laid 23 
miles of track, partly in the city of St. Louis. 

Quincy, Missouri & Pacific.—Extended from a point 26 miles 
west of Quincy westward 43 miles to a junction with St. Louis, 
Kansas City & Northern Railway at Kirksville. The road-bed 
is completed from a point opposite Brownsville, Neb., eastward 
3 miles to the Kansas City, St. Joseph & Council Bluffs Rail- 
road at Phelps. 

St. Louis & Iron Mountain,—The Arkansas Branch was ex- 
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tended from Mill Spring (134 miles south of St. Louis) south- 
ward 51 miles to the Arkansas line at Newark, where it joins 
the Cairo & Fulton Railroad, completing with it a line 345 miles 
long from St. Louis to Little Rock. 

St. Louis, Hannibal & Keokuk.—Track laid from Hannibal 
south to Frankfort, 15 miles. 

KANSAS. 

The mileage ofthis State increased during the year from 
1,760 to 2,205 miles, or 254 per cent., exactly four-fifths of the 
445 miles of new road having been constructed by the Atchison, 
Topeka & Sante Fe Company, which has finished a line entirely 
across the State to the border of Colorado. ; 

Atchison, Topeka & Santa Fe.—The main line was completed 
from Atchison southwest to Topeka, 50 miles (with the excep- 
tion of about 7 miles of track laid in 1871), and from Newton 
(134 miles southwest of Topeka) west by south 235.35 miles 
to the western border of Kansas about 70 miles south of the 
Kansas. This completes a line 469} miles Jong in a south- 
westerly direction from Atchison entirely across the State. The 
track was laid early in the season on the Wichita & South« 
western Branch from Newton south to Wichita, 28 miles. 

Chicago & Southwestern.—The Fort Leavenworth Railroad, 2 
miles long, extending from the Kansas end of the Leaven- 
worth Bridge to a junction with the Missouri Pacific in Leaven- 
worth, was completed in May. 

Kansas Central.—Track laid from Leavenworth westward to 
Holton, 56 miles. This road is of 8-feet gauge. 

Lawrence & Southwestern.—Completed trom Lawrence south- 
westward 31 miles to a junction with the Atchison, Topeka & 
Santa Fe Railroad at Carbondale, 19 miles south of Topeka, 
This affords an independent line from the Santa Fe road east- 
ward to Kansas City (by St. Louis, Lawrence & Denver aud 
Kansas City & Santa Fe) and to St. Louis (by St. Louis, Law- 
rence & Denver and Pacifis of Missouri) a little shorter than 
that by the Kansas Pacific. 

NEBRASKA. * 

The three extensions in this State amount in ail to 212 miles, 
an increase of 253 per cent., giving 928 miles at the close of the 
year. Two of these extensions complete lines. 

Atchison & Nebraska.—Extended from Table Rock northwest 
84 miles to Lincoln, Neb., completing the main line, 147 miles 
from Atchison to Lincoln, with a branch of 8 miles to Ruio, 
Neb. 

Burlington & Missouri River Railroad in Nebraska,—Ex- 
tended from Harvard (136 miles west of Plattsmouth) westward 
55 miles to its junction with the Union Pacific at Kearney 
Junction. It was opened from Harvard to Juniata, 22 miles, 
June 13; from Juniata to Lowell, 18 miles, July 8; and from 
Lowell to Kearney Junction, 15 miles, September 3. 

St. Joseph & Denver City.—Track extended from Fairbury 
northwestward 73 miles to a point within about 37} miles of 
Kearney, where it is to form a junction with the Union Pacific, 


DAKOTA. 


The past year introduced railroads into this vast territory, 
and the total length completed was 234 miles. There is about 
15 miles of ihe Northern Pacific, from the present terminus to 
the Missouri River, ready for the track, and this, doubtless, 
will be completed early in the Spring, in order to open 
a route for Montana traffic in connection with steamers on the 
Upper Mississippi. 

Dakota Southern.—Completed from Sioux City, Iowa, north- 
westward to a point within 5 miles of Yankton .36 miles, 7 of 
which is in Iowa. The road-bed was completed to Yankton. 

Northern Pacific.—Extended from Moorehead, on Red River, 
westward a*ross Dakota toa point 15 miles from the Missouri 
River, 185 miles. 

COLORADO. 

Doubtless the most important extension in this Territory is 
that of the Denver & Rio Grande, which now has 155 miles of 
3-feet gauge road, and is much the longest road of that gauge 
in the country. It is purposed to extend it to and through 
New Mexico, and, if General Rosecrans and Palmer succeed 
in their negotiations with the Mexican Government, several 
hundred miles further south to the city of Mexico, which 
would make it by far the most important narrow-gauge rail- 
road in the world. The extension of the Colorado Central is 
also of 3-feet gauge, and there are other projected roads of 
the same gauge in the Territory, on some of which, we believe, 
grading has been done. The Colorado Central is to be ex- 
tended northeast from Golden to a junction with the Union 
Pacific at Julesburg, 203 miles, and this is to have the stand- 
ard gauge. The total of new lines is 105 miles, all of narrow 
gauge. 

Colorado Central.—Extended on the 3-feet gauge from Golden 
to Black Hawk, 19 miles, and from Golden to Ralston, 5 miles. 
The older part of the road, from Denver to Golden, 17 miles, is 
of the standard gauge. An extension from Golden northeast- 
ward via Greeley, 215 miles, to a junction with the Union Pa- 
cific at Julesburg, and one from Golden to Georgetown, 20 
miles, are uoder construction. 

Denver & Rio Grande.—Extended early in the year from 
Colorado Springs southward 43 miles to Pueblo. The Arkansas 
Valley Branch was completed from Pueblo westward, 38 miles, 
to coal mines. This completes 1554 miles of this 3-feet gauge 
road, 

UTAH. 

American Fork Railroad.—This narrow gauge (3 feet) road 
was completed from its junction with the Utah Southern Rail- 
road at Lehi (31 miles south of Salt Lake City), northeastward 
up the American Fork Canon to Deer Creek, 18 miles. It has 4 
miles more graded. This road has maximum grades of 297 feet 
per mile, and maximum curves of 23 degrees. 

Utah Northern.—Track laid from Brigham Junction on the 
Central Pacific northeast to Hampton’s, 25 miles. 

UViah Southern.—Extended from Draper, 17 miles south of 
Salt Lake City, southward 14 miles to Lehi. The road-bed is 
completed three miles further, to American Fork, and the nar- 
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row-gauge American Fork Railroad is laid on it. The road-bed 
is under construction to Provo, 144 miles beyond Lehi. 
NEVADA. 

The extension named below connects an old line, hitherto en- 
tirely isolated, with the Central Pacific, and adds 3 per cent. to 
the mileage of the State, making 611 miles. 

Virginia & Truckee.—Completed from Reno, on the Central 
Pacific, south to a junction with the line from Carson City to 
Virginia, about one mile from Carson, 18 miles. 


CALIFORNIA. 


There have been considerable and important extensions made 
in this State, all by the Central Pacific, or by companies con- 
trolled by its managers. Probably the most important as well 
as the largest of these is the Visalia Division of the Central 
Pacific, which opens to a market what is probably the most 
productive wheat district in the world, of equal area. What is 
called the Southern Extension of the Southern Pacific at pres- 
ent has.no connection with the Southern Pacific, but has its 
outlet over the Visalia Division. The Oregon Division will 
probably be extended eventually to meet the Oregon & Cali- 
fornia Railroad, across a broken and difficult country. The 
southern lines are to be extended, and a new work of impor- 
tance is the Texas & Pacific, on which track will be laid this 
year, doubtless. The San Francisco & North Pacific Coast road 
will give an outlet to the territory north of San Francisco and 
west of the Coast Range. Tho total new road, which is on four 
different lines—all north and south, two west and two east of 
the Coast range, and two north and two south of San Fran- 
cisco—is 195 males, making 1,208 miles in the State, an increase 
of 193 per cent. during the year. 

Central Pacific.—The Visalia Division was extended from 
Merced (57 miles from the junction with the main lino at 
Lathrop and 185 miles from San Francisco) south by east 89.3 
to Goshen ; it works the Southern Extension of the Southern 
Pacific from Goshen to Tipton, 20.88 miles. The Oregon Divi- 
sion was extended from Red Bluff (117 miles from the junction 
with the main line at Roseville, and 135 miles from Sacramento) 
northward 35 miles to Redding. The company has also graded 
the San Pablo & Tulare Railroad, from the junction at Fassett 
to Antioch, 30 miles. The Southern Pacific Railroad, which is 
under the same management, is a distinct corporation, and is 
spoken of under its own name. The Central Pacific proper has 
1,180 miles of completed road. 

San Francisco & North Pacific.—Extended from Healds- 
burg northward 18 miles to Cloverdale, completing it for 56 
miles from its southern terminus at Donahue, on San Francisco 
Bay, and 90 miles from San Francisco. 

Southern Pacijic.—The Salinas Branch was extended from 
Pajaro southwest 32 miles, making it 45 miles long from the 
junction at Sargent’s. The Southern Extension, from Goshen 
southward to Tipton, 20.88 miles (at present worked in con- 
nection with the Visalia Division of the Central Pacific), was 
completed during the year. The latter line has connection 
only with the Visalia Division of the Central Pacific. 

OREGON. 


This State in the 82 miles of the two lines named below has 
increased its mileage by 513 per cent., and now has 241 miles. 
Both these lines are in the fertile valley of the Willamet, one on 
the east and the other on the west side. The Oregon & Cali- 
fornia has, however, passed the head of the valley on its way to 
meet the Oregon Branch of the Central Pacific. 

Oregon & California.—Extended from Creswell south to 
Roseburg, 65 miles, making the road 201 miles long from East 
Portland south. 

Oregon Central.—Extended from a point near Reedsville 
south 17 miles to Gaston, making 37 miles of 10ad in operation. 
WASHINGTON TERRITORY. 

This Territory’s single railroad has grown as below during 
the year: 

Northern Pacifie.—The Pacific Division was extended from a 
point 25 miles north of Kalama to Tenino, 40 miles, making 65 
miles of track operated on the western end of the line. 











NEW PUBLICATIONS. 





Ihe Tron Age, which we believe to be the largest weekly 
paper of any kind published in America, has heretofore been of 
the usual newspaper form, with pages about as large as those 
of the Independent, and so many of them that it was a weari- 
ness to unfold and get at them all. It begins the year folded 
and cut and stitched like the Ramroap Gazerre, with pages 
considerably longer than ours and thirty-two of them, altogeth- 
er having about as much letter-pr ss as a number of Harper's 
Monthly. In its new form it is extremely convenient to consult 
and a very great improvement on its old self, which had so 
many blanket sheets that it deserved to be calledabed. The 
Tron Age is & vast repertory of hardware and iron market re- 
ports and advertisements. There are no less than ‘wenty-seven 
long columns of trade reports and prices current in this first 
number for the year, and nearly nineteen pages of adver- 
tising. The advertisers are especially favored (at the expense, 
we should say, of the readers), as they have usually every 
alternate page of the paper. The reader must not think that 
there is nothing but advertisements and markets in the paper. 
There is much else, concerning chiefly the manufacture of iron 
and hardware. For instance, this number has an illustrated 

rticle on Whitlock’s Spool-Lifter, Keep’s Remelting Furnaces, 
Hays’ Imprevement in Carbonizing Iron, Napier’s Reversing 
Gear for Rolling Mills; and on extinguishing fires; others on 
Electro-Tinning, Iron Industries of Wisconsin, Lake Superior 
Company’s Iron Furnace, Iron and Hardware in 1872,—the Out- 
look, four columns of Scientific and Tecknical Notes, etc. The 
best way to get anideaof the paper, however, is to get a copy, 
which can be had of the publisher, at No, 80 Beekman street, 
New York. 
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OLD AND NEW ROADS. 
[Continued from page 23.] 


Springfield & Illinois Southeastern. 

The strike of the employees ‘at Pana, Ill., has come to an end, 
the company having paid the men a part of the money due 
them, and promised to pay the balance as fast as the money is 
earned by the company. 


Portland & Ogdensburg. 

The track has been laid to Morrisville, Vt., on the Vermont 
Division, which is five miles beyond Wolcott, the late terminus, 
and 46 miles from St. Johnsbury. The tracklayers expected to 
reach Hyde Park in a few days more, when work would be sus- 
pended till spring. 


National. 

Mr. Henry M. Hamilton, Vice-President of this company, 
was arrested in Philadelphia, January 13, on an indictment 
charging him with obtaining $50,000 from the Pennsylvania 
Railroad Company by falsely representing that he owned all 
the stock of the Hamilton Land and seerovement Company, 
when he hadin fact sold the same to the National Railway 
Company. Mr. Hamilton was promptly bailed. The arrest 
was made while Mr. Hamilton was attending tne annual meet- 
ing of the National Company, and it is alleged that the arrest 
was part of an attempt to break up the meeting, which, how- 
ever, was unsuccessful. 


Dakota Southern. 


Track is laid to the James River, five miles from Yankton, 
Dak., and 20 miles beyond Vermillion, the late terminus. 


Indianapolis, Bloomington & Western. 

The track of the Western Extension is laid to Havana, IIl., 
38 miles beyond Lincoln, the late terminus. Havana is the 
crossing of the Peoria, Pekin & Jacksonville road, and is 41 
miles southwest of Peoria. 


Louisville, New Albany & Ohicago. 

The purchasers of this road at the recent sale have formed a 
new company with the same name, and have filed articles of 
association with the Secretary of State of Indiana. The cap- 
ital stock of the new company is to be $3,000,000. 

Ouyahoga Valley. 

At the election held in Cleveland, O., January 6, to determine 
whether the city should subscribe $1,000,000 to construct this 
road from Cleveland to Akron, the proposition was defeated, 


having failed to receive the required two-thirds of the votes 
cast. 


Jeffersonville, Madison & Indianapolis, 

This road was leased a year ago by the Pittsburgh, Cincin- 
nati & St. Louis Company with the privilege of canceling the 
lease at the endof one year. The lease has been canceled and 
the stockholders have voted to lease the road to the Pennsylva- 
nia Company for 99 years, 


Erie. 

At a meeting heldin New York, January 14, the board of di- 
rectors resolved to issue convertible bonds to the amount of 
$10,000,000, bearing 7 per cent..interest. The proceeds of these 
bonds are to be used for laying a third rail on the whole length 
of the road, for providing rolling stock of the standard gauge, 
for completing the double track where required and for the pur- 
chase of steel rails to be laid on those parts of the line where 
traffic is heaviest. The resolution provides that the bonds 
shall not be sold lower than par and that interest shall be pay- 
able in New York or London. , 


Baltimore, Pittsburgh & Chicago. 

The Baltimore Sun, of January 11, says that 120 miles of this 
road has been offered for contract in addition to the 87 miles 
already let. This section of 120 miles extends from Defiance, 
O., west to Walker, Ind., on the Indianapolis, Peru & Chicago 
road. Proposals are to be received at Camden Station, Balti- 
more, until May 1. 


Connecticut Central. 

The subscribers to the stock of this proposed railroad from 
Portland, Conn., to Springfield, Mass., held a meeting at En- 
field recently and resolved to organize the company this 
month. The amount required for organization has nearly all 
been subscribed. 


South Side, of Long Island. 


This company has reduced its passenger fares 10 per cent. 
and will hereafter issue no excursion tickets. 


Missouri, Iowa & Nebraska, 

Trains on this road commenced running to Centerville, Ia., 
85 miles from Alexandria, Mo., and 25 miles beyond Griffin, the 
late terminus, December 31. The stations west from Griffin 
are Dean, Sedan and Centerviile. 


Milwaukee, Lake Shore & Western. 

The first train over this road from Sheboygan arrived in Mil- 
waukee, January 1. Trains run from the depot of the North- 
western Union Railroad in Milwaukee. 


Dividends. 

The Lake Shore & Michigan Southern pays a 4 per cent. div- 
idend February 1. Transfer books were closed January 10, and 
will be reopened February 4. 


Fort Madison Bridge. 


A correspondent informs us that a survey recently made by 
Capt. B. W. Davis (Vice-President and Superintendent of the 
Fort Madison & Northwestern Railway Company) of the pro- 
eee site fora railway bridge across the Mississippi at Fort 

fladison, lowa, gave the following results : width of river, 1,810 
feet ; greatest depth, 17 feet 1 inch, good rovk bottom It is 
said that an iron bridge 1,600 feet long will be sufficient to span 
the river, requiring only five piers besides the draw pier, making 
oue of the cheapest bridges on the river so far down. 


Lake Shore & Tuscarawas Valley, 

The length of this road from Black River on Lake Erie to its 
southern terminus at Uhrichsville is 1003, miles and there is a 
branch one and a half miles long from Silver Creek Station to 
some coal mines near that place. The stations and distances 
are as follows: 
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The section from Grafton to Silver Creek, 35 miles, was com- 
ne in 1871, The remainder of the road in the year just 
ended, 

Lawrence & Boston. 


This company, recently organized under the general railroad 
law of Massachusetts, purposes to build aline about three miles 
long from a point between North Woburn and Wilmington sta- 
tions, on the Boston & Lowell road, north to the line of the Sa- 





lem & Lowell road. This short link, with the Salem & Lowell 
and Lowell & Lawrence roads (both of which roads it leases), 
will give the Boston & Lowell Company a pretty direct line 
from Boston to Lawrence. This is intended as an offset to the 
rew line which the Boston & Maine proposes to build from Bal- 
lardvale to Lowell, making a line for itself from Boston to 
Lowell. The capitalof the new company will be $60,000, and 
the first board of directors is as follows; F, B. Crowninshield, 
J. G. Abbott, E. W. Codman and T. J. Coolidge, of Boston; H. 
Hosford, of Lowell ; Hon. John K. Tarbox, Milton Bonney, Al- 
fred A. Lamprey and Charles R. Mason, of Lawrence. The five 
first named gentlemen are directors of the Boston & Lowell 
Company. Hon. John K. Tarbox was chosen President. 


Milwaukee, Lake Shore & ‘Western. 

The first through train on this road arrived in Milwaukee 
from Sheboygan on the Ist inst. It entered Milwaukee over 
the track of the new Northwestern Union Railroad, from the 
city limits to the new depot of the Chicago & Northwestern 
Company at the foot of Wisconsin street. 


THE SCRAP HEAP. 











Adrian Oar Shops. 

The paint and blacksmith shops of the Adrian Car Company, 
of Adrian, Mich., were totally destroyed by tire Decomber 27, 
Two first-class coaches, building for the Atchison & Nebraska 
Railroad, and four second-class coaches and one baggage car, 
intended for the Milwaukee & Northern Railroad—all nearly 
completed—were destroyed. ‘The fire was caused by the care- 
lessness of two boys—employees—who flirted naptha, with 
which they were cleaning their brushes, within reach of the 
flames of anoil lamp. ‘I'he exertions of the fire department 
were wholly directed toward preventing the fire from spreading 
to other buildings, and in this they were successful. ‘lhe com- 
pany’s loss is about $75,000, with little or no insurance. The 
shops will be rebuilt immediately, work in clearing away the 
debris having already commenced. 


Strange Accident to a Locomotive. 

A correspondent informs us that during the month of Decem- 
ber, on the Iowa division of the Illinois Central Railroad, about 
three miles west of Dubuque, while an east-bound express 
train was running about 20 miles an hour, the forward driving 
axle broke in two oo and both forward wheels went rolling 
into the ditch. The right hand back cylinder head was broken, 
the guides sprung, the rods broken on both sides, and the cab 
badly damaged. ‘This accident is especially remarkable as an 
example of both wheels going off at once, 


Light Railroads in Great Britain. 

English journals note the success of some light railroads, 
such as we have often described as perfectly practicable on the 
standard gauge, and as cheap on that as on a narrower gauge. 
A line from Peebles to Edinburgh, 19 miles, was estimated for, 
as a heavy road, at £20,000 a mule; but it was constructed on a 
less pretentious and lighter plan for £5,000 a mile. New esti- 
mates have been made for a light line 74 miles long, in England, 
which is to cost little more than £3,000 per mile, the rails 
weighing 40 lbs. to the yard. This road is to be worked by the 
Bristol & Exeter Company. 


Ventilation with a Vengeance, 

The Springfield (Mass.) Republican is responsible for the 
following: “The door of one of the New York and Boston 
passenger cars wouldn’t stay shut, the other night. One pas- 
senger went and slammed it shut, another carefully fastened it, 
and a third leaned a stick against it, but it was always wide 
open again by the time the experimenter got back to his seat. 
The thermometer was below zero, and the wind swept into 
that car like an avalanche of needles ; flesh and blood couldn’t 
stand it, and the passengers bemoaned themselves and took 
turns holding the door shut. Finally it was taken off the 
hinges and propped up, and at last the car was deserted and 
came into the city entirely empty. 


Oar Elevator. 

A company called the Hudson County Elevating Company is 
about to erect a large elevator at the foot of the Jersey City 
Heights on First street, Hoboken, N. J., for the purpose of 
carrying yr : horse cars, wagons and pedestrians to the top of 
the hill. The heights rise very abruptly from the low ground 
toa height of about 100 feet, which makes the use of very 
steep giades necessary on the roads. 














The Governor of Michigan on Railroads. 





In his recent message the Governor of Michigan says : 

Railroads, within this State, have greatly increased in num- 
ber during the past few years. 

The aggregate number of miles now in operation is about 
3,200. Many of them are being extended, new ones are pro- 
jected and others are in process of construction. 

It needs no prophetic eye to see that the day is not far dis- 
tant when these reads will traverse the State in all directions. 
The corporations which own and manage them are creatures of 
the State. The powers which they exercise in the construction 
and management of these roads are derived from legislative 
grant. The continued control of the State over them is re- 
served by the constitution and is complete as to all, oxcept 
specially chartered companies; and as to these, the Legisla- 
ture has full = te to prescribe all mere police regulations. 
The duties, obligations and rights ot railroad companies, in 
the conduct of their business as carriers of persons and prop- 
erty, should be made the subject of the most careful legislation. 
Our present railroad law is, in many respects, imperfect. It is 
impracticable here to enumerate in detail the existing defects ; 
but many of them will be readily suggested upon a careful ex- 
amination of the subject. 

I cannot, however, omit to call your attention to the neces- 
rma, | of some better and more stringent regulations in respect 
to highway crossings. The instances of persons killed at these 
points are quite frequent, and the destruction of private prop- 
erty is very great. Regulations should be made and enforced 
which will render these occurrences next to impossible. The 
cost of railroad companies for the necessary precautions to in- 
sure the safety of the lives and property of the people is in no 
way to be compared with the value of a single human life. 
commend this subject to your careful attention. 

I would res eee | suggest proper legislation, establishing 
the office of ‘oad Commissioner, whose duty it shall be 
(under proper regulations) to see that the provisions of the 
law relating to railroads and railroad companies are enforced 
and obeyed. It is not now the duty of any one in particular to 
see that the requirements of the law for the protection of life 
and property are observed by railroad companies ; and for this 
reason their employees and agents become careless and neg- 
lectful of their duties. I believe that such an officer, actin 
under authority of the State and on its behalf, would be of inesti- 
mable service, not only to the public at large, but to the rail- 
road companies themselves. 

Railro: are so great a necessity to the development and 
growth of the State, they occupy such an important position in 
the commerce and business of the State, that they deserve lib- 
eral and generous treatment in legislation. But while grant- 
ing this, we should see to it that they so conduct their business 
as to cause no unncessary injury to any one. The State has a 
duty to perform in this regard, which should not be neglected, 
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